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Railroad Wotes. 


WE invite railroad officers to send us notice of elections, transfers, ap- 
pointments, resignations, etc.; and all our readers would oblige us by 
furnishing us with any items of news which may come to their knowledge 
and areof a suitable nature for our columns. It isour intention to publish 
monthly full and accurate information regarding those enterprises and in- 
dustries to which the AMERICAN RAILROAD JOURNAL is devoted, and to 
effect this end we solicit the cojperation of readers interested therein. 
We aim specially to record all new railway enterprises in the United 
States and Canada, and to note the progress of construction on all new 
roads and extensions; and we request those concerned in railway building 
to give us early information concerning the above, that our reports may be 
as complete as possible. 


FINANCIAL AND STATISTICAL. 


THE following railroad reports for the year ending Sep- 
tember 30, 1883, have been filed with the New York Rail- 
road Commissioner : 

NEW YORK, WEST SHORE AND BUFFALO. 


Cant Ns Fi CSE 5 58 ANTS Rad. DS: . $40,000,000 








NEW YORK, JANUARY, 





Capital subscribed and paid in........................ - 353455.400 
ie!” SESS Re Po ee eer et ee . 43,030,000 
Dad acta csbbachdices a, cyanate gods Sdenor'ns eee, Cee ES, 
Construction and equipment.....................008. . 78,612,945 
Earnings: 
PNR a8 a8 6 sohS S08 Lead: ove Se REM ei pes sevneds $76,725 
GS INC chdy Sah ek eck bs 055 Vn ceded CLOGS haps ie esee 11,493 
Ete dsidd 0 Oe) Se ile edad diss tae ccliwcaddesae cidactecse 250,000 
UU ak wai 5 455 04 ay aphn'e. <2 San ng sca pase esiesnesy were ee 35387 
PRM rec Sede SUA ei ina eats te adehs 6,005— $347,610 
CE COR NINN so 55s kn curke adeces pacts bani $08,457 
SRM Tin Oud tt cine CE00 CaN saves oc ceudpinuet den tues feat 
ROTO itid cc cnae San can osc cade cnveesavanaden 250,000— $348,461 
RET A aR Eee OTT PERT a $855 
Passengers carried, 136,646; tons of freight, 10,951 ; per- 
sons killed, 9; injured, 4. 
NEW YORK, ONTARIO AND WESTERN. 
CNS, 35. Sh Shh isd geek < E015 SGC INES s RR his SGI $65,000,000 | 
Capital stock ee RE eT CRT Ree ee 60,113,983 | 
WIMSUMNOE WOUESS, Jess vephseacbeau dic, Sibel liaebiecviondéacwe 2,311,899 
Total cost of road and equipment.................-.--neeeee ees 52,856,017 
‘SWGEE RENIN Abs ce cacd |S  asces ces erg ees $1,357,777 
Charges against earnings................666ceceeeeeeee 1,434,428 
ee 8 ee ene Bre saree freee $76,65x 


Passengers carried, 546,803; tons of freight moved, 
562,836; persons killed, 15; injured, 43. 


The Fall Brook Coal Company, operated and reported | 


by the Corning, Cowansque and Antrim Railroad Com- 


pany: Earnings, $650,829; disbursements, $677,678; de- © 


ficiency, $26,848. 


The Hartford, Connecticut and Western Railroad Com- 
pany: Earnings, opel : pedir atic sur- 


plus, $9,829. . 
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The Ogdensburg and Lake Champlain Railroad Com- 
pany: Earnings, $638,277; disbursements, $628,642; sur- 
plus, $9,635. 


DIVIDENDS have been declared as follows: Lake Shore 
and Michigan Southern, two per cent., (quarterly) ; Can- 
ada Southern, two per cent. (semi-annual), and Michigan 
Central, three per cent., (semi-annual). These are paya- 
ble on the first of February. The Lake Shore and Michi- 
gan Southern Company reports gross earnings of $18,550,- 
000, an increase of $324,361 over 1882. Operating expen- 
ses and taxes, amounting to $10,975,000, show a decrease 
of $82,807 over last year, the net earnings being $7,575,000, 
an increase of $407,168, and the percentage of earnings 
59.17. For interest, rentals, and dividends on guaranteed 
stock was paid $3,550,000, leaving a balance of $4,025,000, 
or $8.14 per share. From this $3,957,320 was paid for 
dividends, leaving a surplus of $67,680, which is $115,832 
less than the surplus of last year. The gross earnings of 
the Michigan Central and Canada Southern, were $14,000,- 
ooo, of which $4,300,000 were net earnings. The operating 
expenses were 69.28 per cent. of the gross earnings, or 
$9,700,000. There was paid for interest and rentals $2,- 
475,000, leaving a balance of $1,825,000, Of this the 
Michigan Central received $1,216.667, and the Canada 
Southern $608,333. This in the case of the former 
amounted to $6.49 per share, and in the latter $4.05. Af- 
ter the payment of dividends the Michigan Central had a 
surplus of $92,375, and the Canada Southern one of 
$8,333. 


AT the recent annual meeting of the stockholders of 
the Richmond and Danville Railroad Company, held at 
Richmond, Virginia, on December 12, president A. S. Bu- 
ford’s report showed the earnings from all sources to be 
$3,805,791, and ‘the expenses of maintenance and opera- 
tions $2,218,853, leaving the net earnings $1,586,937. The 
total net revenue for the year was shown to be $1,605,256. 
The total interest on the funded and floating debt, in- 
cluding. interest on debentures and rentals of leased lines 
for the year, was $1,492,700, which gives a balance of net 
revenue over all charges of $112,556. The increase in the 
gross earnings over those of last year was $154,718, and 
the decrease in operating expenses $134,184, showing an 
increase in net earnings over last year of $288,902. The 
total indebtedness of the company was stated, in round 
numbers, at nearly $10,000,000, against which was to sad 
credited in valuable properties over $6,000,000, 
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THE New York, West st Shore and Buffalo Railroad Com- 
pany has applied to the New York Stock Exchange for the 
quotation of $14,750,000 of its first mortgage bonds, not 
now listed, the quotation to include such registered cer- 
tificates as coupon bonds may be converted into. The 
$14,750,000 is the remainder of the issue of $50,000,000 of 
five per cent. bonds. Application has been made by the 
Gulf, Colorado and Santa Fé Railroad Company to have 
$384,000 of its first mortgage bonds listed by the Stock 
Exchange. These bonds have been issued in payment of 
thirty-two miles of road which has been completed at a 
cost of $12,000 a mile. 


THE gross earnings of the New York Central and Hud- 
son River Railroad, for the year ending September 30, 
1883, were $33,770,721.82, the largest in its history. They 
exceed the gross earnings of 1882 by $3,141,940.44.. The 
total expenses for the year were $20,750,594.03, the net 
earnings being therefore $13,920,127.79. The stock and 
debt of the company, as compared with last year, is given 
as follows : 


1882. 1883. 
TS Se isan: ving dag b sms ssabaangaade $80,428,300 00 $89,428,300 00 
ME AOD, ones Pat ke cc ee os cn Sin vin a 48,473,033 33 49,997,233 33 
SE I ls chp naecey sek tds bi aes 55254,309 93 4,089,242 71 
Total funded and unfunded debt....... ..... 53:727,403 20 54,686,476 04 


THE earnings of the Oregon Improvement Company, 
owning and operating the Pacific Coast Steamship Com- 
pany, the Pacific Coast Railway Company, the Columbia 
and Puget Sound Railway Company, and the Seattle Coal 
and Transportation Company for the fiscal year ending 
Nov. 30, 1883, were: December 1, 1882, to October 31, 1883, 
gross $3,705,109, net $1,194,124; November, 1883, gross 
$384,247, net $152,738; total, gross $4,089,356, net $1,346,- 
862; total 1882, gross $3,361,277, net $1,095,664; Novem- 
ber, 1882, gross $340,058, net $90,554. 


THE stockholders of the Buffalo, New York and Philadel- 
phia Railroad Company have approved a proposition of the 
board of directors to increase the funded indebtedness 
of the company to the total authorized issue of $25,000,000, 
The original issue of bonds was $21,000,000, and subse- 
quently $1,700,000 were sold for new cars and engines, sta- 
tions, sidings, and advances to develop coal properties. 
The increase recently authorized is $2,000,000, which is to 
be devoted to additional equipment and facilities demand- 
ed by the growing business of the road. 


THE annual report of the Massachusetts Railroad Com- 
missioners was submitted to the legislature, January 7. 
During the year ending Sept. 30, 1883, there were 3,798 
additional miles of railroad constructed in this State. 
The aggregate capital stock was $122,367,572. The net 
debt of the companies amounts to $72,933,290. The total 
gross income for the year was $43,380,387 ; total expenses, 
$32,479,907. The local passenger earnings were $13,652,- 
320; through passenger earnings, $5,245,265. The total 
number of passengers carried was 61,530,747. The whole 
number of tons of freight carried was 20,202,881. 


By a decision of the Supreme Court of Pennsylvania, 
in the case of the City of Pittsburgh against the Pennsyl- 
vania Railroad, the Pennsylvania Company, and various 
railway corporations, the city recovers $263,000 delinquent 
taxes. The property which has thus been decided subject 
to taxation will hereafter yield an annual revenue to the 
city, of $90,000. The amount due from the Pennsylvania 
Railroad Company is $177,000, 





THE annual report of ‘the tou Island Railroad shows 
that the total earnings were $2,685,090, and the transpor- 
tation expenditures $1,683,814.33. During the year the 
road was greatly improved. The sum of $368,770.13 was 
expended for new rolling stock. The total amount ex- 
pended for improvements was $983,924.18. During the 
past two years the improvements cost $2,675,525.96. 


THE gross earnings of the Northern Central Railway 
Company for November were $536,094; expenses, $370, 387, 
and net earnings, $165,707, being an increase, as compared 
with November, 1882, of $17,576. The net earnings for 
the eleven months of 1883 were $2,237,145, being a gain, 
as compared with the corresponding period of 1882, of 
$307,980. 


THE statement of coal tonnage of the Philadelphia and 
Reading Railroad Company for the fiscal year ending 
Nov. 30, gives the total as 11,449,373 tons, an increase of 
3,019,547 tons compared with the previous years. About 
$4,500,000 of the $5,000,000 of the Lehigh Coal and Navi- 
gation Companies’ first mortgage loan had been extended 
by the middle of December. 


RAILWAY foreclosures in 1883 covered eighteen lines, 
1,354 miles of track, $18,825,000 capital stock, and approxi- 
mately, $28,505,000 bond and debt. The total capital in- 
vested (stock, bonds, and debt) was $47,330,000, against 
$65,426,000 on foreclosed roads in 1882, $127,823,000 in 
1881, and $263,882,000 in 1880. 


THE board of directors of the Lehigh Valley Railroad 
Company has increased the capital stock of the company 
outstanding twenty per cent., giving stockholders the 
privilege of subscribing to the new stock at par in the 
proportion of one share for five held by them. This in- 
crease of capital amounts to $5,526,639. 


THE directors of the Oregon Railway and Navigation 
Company have voted to reduce the annual dividend for 
1884 from ten to eight per cent. The first quarterly divi- 
dend of two per cent. has been officially declared, and will 
be paid Feb. 1. 


THE Federal government has agreed to pay the govern- 
ment of Nova Scotia $1,200,000 for the Eastern Extension 
Railway, running from New Glasgow to Canso, the local 
government to relinquish its claim to the Pictou branch. 


THE aggregate earnings of the Chicago, Milwaukee and 
St. Paul Railroad for the year ending Dec. 31, 1883, were 
$23,660,000, against $20,385,000 for 1882, an increase of 
$3,275,000. The earnings for 1881 were $17,025,461.66. 


- 


AT the annual meeting of the Virginia Midland Rail- 
way, held at Alexandria on the nineteenth of December, 
president Barbour reported the gross earnings for the year 
to have been $1,664,304; operating expenses, $956,194. 


THE annual report of the Boston, Hoosac Tunnel and 
Western Railroad shows the total earnings for the past 
fiscal year to be $368,245.40; disbursements (for transpor- 
tation expenses), $388,922.98 ; deficiency, $21, 637.88. 


DURING the last year 6,600 miles of new track were laid 
in the United States, costing about $165,000,000. There 
are about 120,000 miles of track in the United States. In 
1882, 11,600 miles were laid, and 9,800 in 1881. 


THE Pennsylvania Railroad Company has purchased the 











Eastern Shore Railroad at a price approximating $450,000. 
The Eastern Shore Road runs from Delmar, Del., to Cris- 
field, Md., a distance of thirty-eight miles. 


THE earnings of the Union Pacific Railway for the 
eleven months ended Nov. 30, 1883, were $27,353,779—a@ 
decrease of $451,242. The expenses were $14,939,282—an 
increase of $242,554. 

THE directors of the Bald Eagle Valley Railroad Com- 
pany have declared the regular semi-annual dividend of 
four per cent., and an extra dividend of one per cent., pay- 
able on February 1. 


THE Nantasket Beach Railroad was sold at auction in 
Boston on the seventh of January, for one hundred thous- 
and dollars, to satisfy the claims of its bondholders. 


THE Trunk Line Commissioner, Mr. Fink, has made the 
reduction of east bound freight rates on grain from thirty 
cents to twenty cents per one hundred pounds. 


THE officers of the Oregon Transcontinental Company 
have made an arrangement for a loan of $8,000,000 with 
which to wipe out its floating debt. 

THE Central Pacific Railroad Company has declared a 


semi-annual dividend of three Sicinl cent., Keane Feb. 1. 
ee >. _ 


ELECTIONS. 





At the annual meeting of the stockholders of the Balti- 
more and Philadelphia Railroad Company held at Wash- 
ington, on December 11, the following board of directors 
was chosen; James B. Washington and William S. Bis- 
sell, of Allegheny City; Thomas W. King and Harry S. 
Burgesser, of Pittsburg; Robert Garrett, of Baltimore, 
and William M. Canby, William Canby, and Victor Du- 
pont, of Wilmington. The directors elected James B. 
Washington, president; Robert Garrett, vice-president ; 
John C. Farrar, secretary,and William H. Ijams, treasurer. 


THE following are the directors of the Pittsburg and 
Connellsville Railroad: Robert Garrett, Mendes Cohen, 
Hugh Sisson, and Charles Webb, of Baltimore; W. S. 
Bissell, John D. Scully, George A. Berry, and C. S. 
Fitzhugh, of Pittsburg: William Baldwin, of Connells- 
ville, Pennsylvania; W. H. Markle, of Greensburg, Penn- 
sylvania; W. H. Koontz, of Somerset, Pennsylvania, and 
C. C. Markle, of West Newton, Pennsylvania. The board 
was organized and Robert Garrett elected president, and 
J. B. Washington, secretary, treasurer and auditor. 


AT the annual meeting of the stockholders of the New 
Haven and Northampton Railroad Company, January 2, 
the following directors were reélected: Charles N. Yea- 
mans, Westfield, Mass.; George J. Brush and Daniel 
Trowbridge, New Haven; Horatio G. Knight, East- 
hampton, Mass.; George H. Watrous, New Haven; Wil- 
liam D. Bishop, Bridgeport; Charles M. Pond, Hart- 
ford; Ezekiel H. Trowbridge and Edward M. Reed, New 
Haven. Mr. Yeamans was reélected president, and Ed- 
ward A. Ray secretary and treasurer. 


THE newly elected directors of the New York, West 
Shore and Buffalo Railroad Company, are: Horace Por- 
ter, George M. Pullman, H. Victor Newcomb, John J. 
McCook, Charles F. Woerishoffer, Frederick Billings, 
Edward D. Adams, John W. Ellis, Theodore Houston, 
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Peter B. McLennan, of mais? John B. Kerr, of New- 
burgh. The retiring members of the old board were 
Henry Villard, Charles Lanier, Chartes Paine and R. T. 
Wilson. 


AT a meeting of the stockholders of the North River 
Construction Company, which is building the New York, 
West Shore and Buffalo Railway, the following directors 
were elected: Edward F. Winslow, Charles Freeman 
Smith, Michael P. Grace, Thomas W. Lillie, Walter 
Katte, Howard Mansfield and George G. Nevers, of New 
York; Conrad N. Jordon, of Englewood, New Jersey, and 
Charles Bard, of Norwich, Connecticut. 


AT the annual meeting of the Norwich and Worcester 
Railroad Company the following were elected directors: 
F. H. Dewey, Edward L. Davis, Thomas B. Eaton, Samuel 
Woodward and Josiah H. Clark, of Worcester; John F. 
Slater and Lorenzo Blackstone, of Norwich; William 
Bayard Cutting, of New York; William G. Weld, of New- 
port, and James H. Beal, of Boston. F. H. Dewey was 
reélected president. 


THE incorporation of the Lake Erie and Mississippi Rail- 
way Company was effected at Springfield, Illinois, on the 
seventh of January, with Columbus B. Cummings, George 
A. Ives, John B. Cohoes, and Luther M. Dearborn as in- 
corporators, and who constitute the first board of direc- 
tors. The company is formed to construct a road from 
Bloomington to Peoria, Ill., and thence westward to the 
Mississippi. 

THE stockholders of the New York, New Haven and 
Hartford Railroad Company, have reélected the old 
board of directors as follows: George H. Watrous, E. 
M. Reed, William D. Bishop, Wilson G. Hunt, George 
N. Miller, A. R. Van Nest, Henry C. Robinson, E. H. 
Trowbridge, Nathaniel Wheeler, C. M. Pond, Augustus 
Schell, William H. Vanderbilt, Charles P. Clark. 


AT the annual meeting of the Wheeling and Lake Erie 
Railroad Company held at Toledo, 74,000 shares were rep- 
resented. N. H. Swayne, of Toledo, Melvin C. Day and 
Arthur Levy, of New York, and W. L. Sutherland, of 
Ohio, were elected to fill vacancies in the board of 
directors. 


AT the annual meeting of the stockholders of the Col- 
umbus, Hocking Valley and Toledo Railroad, the old 
board of directors was reélected, with the exception of J. 
W. Ellis, of New ¥ork, resigned, whose place was filled by 
J. H. Wade, of Cleveland: The board reélected the old 
officers. 


»— 
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PERSONAL. . 





AT the meeting of the directors of the Baltimore and 
Ohio Railroad Company on December 12, after the unani- 
mous election of Mr. John W. Garrett, as president of the 
road for the twenty-sixth consecutive term, that gentle- 
man made a brief address, in which he said: “when I be- 
came your executive in 1858 the length of the roads under 
your control was but 514 miles, and their cost $32,000,000. 
Now the properties owned and controlled by the Balti- 
more and Ohio Company aggregate 1,995 miles and cost 
more than $134;000,000. When the Baltimore. an? Ohio 
Railroad was incorporated in 1827, the then novel and 


stupendous enterprise was undertaken by our great pre- 











400 


a 


AMERICAN ~ RAILROAD J OURNAL. 





decessors, of building a railway to unite the waters of the 
Chesapeake with those of the Ohio, it being then believed 
that the whole capital required to construct and equip the 
line would be but $3,000,000, and that sum was fixed in 
the charter for this work. At the close of the first fiscal 
year of the present administration, the 30th of Septem- 
ber, 1859, the aggregate revenues were $4,301,009.27; for 
the past fiscal year they have been nearly $20,000,000. 


J.D. LAYNG has been appointed general manager of the 
New York, West Shore and Buffalo, and New York, On- 
tario and Western Railway companies, and the Wallkill 
Valley Railroad Company, in consequence of the resigna- 
tion of Charles Paine, necessitated by his ill-health. Mr. 
Layng’s appointment dates from January 1. 


JUDGE GEORGE W. McCrary, of the Eighth United 
States Judicial Circuit, has forwarded his resignation to 
the president to take effect March 1. He has contracted 
with the Atchison, Topeka & Santa Fé Railroad, to fill 
the position of general counselor for five years, with head- 
quarters at Kansas City. 


C. C. LAMBERT has been appointed General Western 
passenger agent of the New York, West Shore and Buf- 
falo Railway, with headquarters at Chicago. Mr. Lam- 
bert heretofore represented the Troy and Boston and 
Fitchburg Railroads in a similar capacity. 


TICKET-AGENT A, D. Sheldon, of the “ Big J.” road has 
resigned the position, after twenty years of service, 


PRESIDENT GOWEN, president of the Philadelphia and 
Reading Company, will go to Europe shortly. 
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CONSTRUCTION. 





ARTICLES of agreement have been filed in the State 
Department for the merging of the Seaboard, Pittsburgh 
and Great Western Railroad Company, and the Delaware, 
Water Gap and Southwestern Railroad Company. The 
line of the former company extends from Greene Village, 
Franklin county, to a point in Allegheny county, west of 
Pittsburgh, a distance of 210 miles, and the latter from a 
point in Bedford county to Smithfield, Monroe county, 
near Delaware Water Gap, a distance of 255 miles. The 
name of the new company will be the Seaboard, Pennsyl- 
vania and Western Railroad Company, with the main of- 
fice in Philadelphia. Its officers will be Robert M. Janney, 
of Philadelphia, president; S. E. Heasley, of Brooklyn, 
treasurer; C. M. Stabler, of Springfield, N. J., secretary. 
The capital of the company is $11,500,000. 


THE Harlem River Railroad Company has filed its plans 
with the secretary of state at Albany and the register of 
New York. It has a capital of $2,000,000, and proposes to 
build a line of road extending from Woodlawn, the junc- 
tion of the New York, New Haven and Hartford and the 
Harlem Railroads, to a point on the Harlem River at the 
northern end of High Bridge, connecting with the New 
York Central, the New York City and Northern, and the 
elevated roads at the Third and Eighth avenue bridges. 
The company has acquired ample dock and tunnel facili- 
ties where it can easily handle heavy freights. The offi- 
cers are: John H. Cheever, president; William Ryder, 
vice-president ; C. A. Cheever, secretary, and G, E. Hard- 
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THE Mager of Chicago bed, in accordance with an or- 
der of the city council made a year or more ago, comple- 
ted negotiations for the sale to the Illinois Central and 
Michigan Central Roads, all that portion of the lake front 
between Randolph and Monroe streets east of the east 


“line of Michigan avenue, and to within one inch of the 


lake shore, with the provision that this inch be leased at 
a nominal sum to the roads for 999 years, with the privi- 
lege of renewal, for $800,000. 


PRESIDENT George Stephen of the Canadian Pacific 
says there will soon remain to be constructed of its 2,906 
miles of main line only two gaps, one less than three hun- 
dred miles on the Pacific side of the Rocky Mountains, 
and one of four hundred and thirty miles north of the 
lakes. It is expected that both of these will be filled in 
the next two years, and that the needful will be forth- 
coming. 

A NEw railroad was organized in Minneapolis, to be 
known as the Lake Traverse, Sanborn and Carrington 
Railroad. It will run from the northern end of Lake Tra- 
verse, on the boundary line between Minnesota and Da- 
kota, northwest, crossing the Northern Pacific Railroad at 
Sanborn, and reaching Carrington, in Foster county, Da- 
kota, a distance of 175 miles. 


THE New York Central and Hudson River Railroad 
Company has agreed to transfer Wagner cars between 
Troy and Albany, for the Troy and Boston Railroad. The 
latter road proposes to run Wagner cars through between 
Albany and Boston, and is only awaiting the action of the 
Fitchburg Road with reference to taking the cars before 
beginning operations. 


A CHARTER has been granted to the Pittsburgh and Al- 
legheny Central Railroad, with a capital of $1,200,000, to 
run from Chartier’s Creek, Allegheny county, to a point 
near New Salem, Westmoreland county, a distance of 
forty miles. James S. Negley is the president, and the 
main office will be in Pittsburgh. 

THE proposed Thames River bridge will cross the river 
at Winthrop’s Neck, and its eastern terminus will be just 
north of the village of Groton. The consolidated railroad 
—the New York, New Haven and Hartford, and the Sto- 
nington and Providence Company—is reported to be act- 
ively forwarding the enterprise. 

THE twenty-year-old lease of the Pullman Palace Car 
Company to the Pennsylvania Railroad Company will ex- 
pire shortly, and in view of this fact the latter company is 
making arrangements to construct elegant cars at Altoona 
for its own-use. 

THE Philadelphia and Reading Railroad Company has 
put engineers to work surveying lines within the borough 
limits of Pottsville, for a connecting line between the 
main line at that place and the Schuylkill Valley Road at 
Palo Alto. 

CONTRACTORS are at work on the extension of the 
Hempfield, Baltimore and Ohio Railroad between Wash- 
ington and Connellsville. 


PEOPLE on Manhattan Island living north of 135th 
street are agitating for rapid transit to and from the lower 
part of New York city. 

IT has been decided not to begin work on the Pennsyl- 
vania, Slatington and New England Railroad until the 
opening of spring. 
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THE North River Construction Company, which built 
the New York, West Shore and Buffalo Railway, was put 


in the hands of a receiver on the twelfth of January, on | 


the application of Valentine L. Lary, the president of the 
New Jersey and New York Railroad, who is a member of 
the firm of Ward, Mackin & Co., contractors for work on 
the road. Chancellor Runyon, of Newark, New Jersey, 
appointed Judge Ashbel Green, of Tenafly, a member of 
the law firm of Alexander & Green, of New York, the re- 
ceiver. The Construction Company was incorporated 
under the laws of New Jersey in January, 1881. Its capi- 
tal of $500,000 was increased to $10,000,000, all paid in, 
when it began work on the West Shore Road, the follow- 
ing March. 


COMMISSIONER FINK, by authority of the railroads he 
represents, has informed Samuel Sloan, president of the 
Delaware, Lackawanna and Western, that unless the road 
maintains the pool rates and stops making time contracts 
at reduced rates and within a tertain period, the roads 
west of Buffalo will stop receiving or delivering through 
freight to it. This would prevent the Lackawanna from 
issuing through bills of lading or sending through cars 
beyond its own line. It would have to break bulk at 
Buffalo. Besides, it would have to pay local rates for 
freight sent by it over connecting lines. The specific 
charge made against the Lackawanna is that it gave a dis- 
count of twenty per cent. on its freight bills to shippers. 


Mayor Low, Brooklyn, has signed the resolutions of 
the Board of Aldermen giving to the Kings County Ele- 
vated Railroad Company the authority to commence pro- 
ceedings for the erection of their proposed lines. The 
street car provisions are wofully deficient in the city 
across the East River. 


JUDGE BLANDIN, of the Common Pleas Court, Cleve- 
land, Ohio, has granted a perpetual injunction, asked by 
Scofield, Shumer & Teagle, against the Lake Shore and 
Michigan Southern Road, preventing the defendants 
making a discrimination in freights in favor of the Stand- 
ard Oil Company. 


THE appointment of a receiver of the New York and 
New England Railroad was a prominent event of the new 
year. At a meeting of the directors held in Boston on 
January 7, it was decided that the receivership be contin- 
ued in force, to be terminated within four months from 
that date. 


THE Chicago, Burlington and Quincy Railroad Com- 
pany has declined to enter into the new Western railway 
alliance on the terms accepted by the four other Iowa 
roads. The proposition advanced to it was that it should 
join the new pool on the same terms as the Northwestern. 


A suit is in progress in Judge Depue’s court at New- 
ark, New Jersey, involving the title to a large patch of 
the shore front at Communipaw. The parties are the 
West Line Railroad Company and the New Jersey Cen- 
trail. 


THE oil trains over the Lehigh Valley are controlled by 
the Green Line Freight Company, and amount to 175 cars 
perday. The cars are delivered to the Pennsylvania Rail- 
road Company at Metuchen. 
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THE Reading Railroad Company has given an order to 
the Baldwin Locomotive Works for thirty engines of va- 
rious kinds, to be completed in the coming spring. 


THE Nickel Plate fast through freight line on the New 
York, Chicago and St. Louis, began operations January 1. 
Charles Tappen, Rochester, is general manager. 


THE Carlisle Car Works are building a lot of freight 
cars for the Cumberland Valley Railroad of forty thous- 
and pounds capacity each. 


THE Northern Central. Railway Company has ordered 
the construction of one thousand coal cars, to be used in 
the Shamokin region. 


The New York Elevated Railroads. 





THE following are the reports for the year ended Sep- 
tember 30, 1883: 


MANHATTAN ELEVATED RAILROAD. 








a be 1882. 1883. 
Capital stock...........0.1.. . $26,000,000 $26,000,000 
Subscribed and paid in..... «+ 19,005,700 19,150,700 
Unfunded debt...... .... 1,596,302 1,134,617 
Earnings : 
I IES ibn. 5 Die Wgn cw OPSLITE odd « papas Sw aeeahie eee $6,345,258 
I oan wre Cha kGe as « clas sie.o.v ¢ 88% Mitek ee cbse a as 0 We wane 5,000 
PIII 5 i ir 0s 5: col se Wide Gers oabacs «mei 9,000 
WON sa hatha ea. hacks) gaied oe ksi hi deo «tera es eee 4,642 
SN GE OO RSM TS ok. ance ip Sob ins conmavar nc rec sen 22,604 
ROM h eee echoes cea ee Sake iy ieee Lee ras . . $6,386,505 
Expenditures : 
Transportation......... .. t dois Ahhh gut eae 6,8 
bo Ep eng ieee : onote as at eter eue ee Wag a 
POMS PHONON THN oes 2 on sie ten eR See 1,384,080 
CaS. iii atdicivse. 55 
Surplus for the year....... See El Bs ee eee ba ey 
Surplus Sept. 30,-1882....... , 302,458 
Passengers carried........ Serer 
maths 1882. 1883. 
Captian saeco. 603 OE EEE eee ey $10,000,000 $10,000,000 
Supecribed and paid i... 0). 2:05 6. v2 likvesweeranetas 500,000 6,500,000 
Funded debt...... 2.6.64... ; . 8,500,000 suamanee 
CII itching nsiny > binned cai 51,336 85,463 


Total cost of road and equipment. . he - 14,918,682 14,572,250 

The sum of $346,432 has been taken out ‘of construction and added to 
profit and loss. In addition to the sum of $14,572,250, the Manhattan Com- 
pany expended upon the lines of the company to Sept. 30, $609,473, making 
$15,182,724 ; earnings from rent, $10,000; paid for legal services, $8.605 ; 
paid for miscellaneous, $1,175; surplus for year, $1,818; surplus Oct. 1, 
1882, $207,981. 

METROPOLITAN ELEVATED RAILROAD. 


1882. 1883. 


Capital.. Mi claisiaimaNicnie o.als.slcockintg ace alee a teen $6,500,000 $6,500,000 
Ee ™ RENEE SmaI E SES, 12,818,000 12 "318,000 


Earnings from rents, $10,000 ; paid fer specific purposes, including $13,- 
181 for legal expenses, $19,159. 





aia 


Vandalia Railroad Company. 





THE gross earnings of the Vandalia Railroad Company 
for the year 1883, are $1,700,954; the expenses, $1,306,067; 
the net earnings, $394,887. The rental from the lessees is 
$510,286; from which deduct the interest on the bonds, 
$314,930, and the amount paid for taxes, etc., $42,981, 
which leaves a surplus for the year of $152,375. The ex- 
pense account includes $115,634 for betterments. The 
following are the newly-elected directors: Thomas D. 
Messler, William Shaw, John N. McCullough, W. R. Mc- 
Keen, R. L. DuLaney, Abraham McNeill,’ A. G. Henry, 
Charles H. Seybt, and J. S. Peers. The board elected 
Thomas D. Messler, president; John E. Davidson, treas- 
urer, and Williamson Plant, secretary. 


— 
ee 





CHINA has only seven miles of railroad. 
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HENRY VILLARD. 





HE last time Mr. Villard’s name was prominently 
mentioned in these columns, as far as the general 
public knew, he had attained prosperity and honors which 
promised to be abiding. It was with a shock of surprise 
that on the eighteenth of December last, the intelligence 
was received of his surrender of his great office as presi- 
dent of the Oregon Transcontinental Company, and of the 
Oregon Railway and Navigation Company. When the 
further announcement was made, that he had also re- 
signed the presidency of the Northern Pacific, the pre- 
vailing feeling was sympathy for a man who had risen so 
high to fall so low; and this feeling was intensified by the 
necessity of his deeding his house to pay a debt of $340,- 
ooo to the Oregon Railway and Navigation Company. 
Thus broken in fortune, and as report says, shattered in 
health, there seems nothing to relieve the severity of his 
fall, except in the record of great accomplishments, in the 
unassailability of his good name, the not ungenerous pro- 
vision voted for his financial relief by the Northern Pacific 
upon the occasion of its acceptance of his resignation of 
its presidency, and the public admiration of his ability and 
probity, which will assist the effect of his renewed energies 
when, happily, the time shall come for his resumption of 
great responsibilities. 

A knowledge of Mr. Villard’s career is possessed by 
every reader of this magazine. His dazzling reputation 
originated at the time of his being appointed the agent 
of European holders of the securities of transportation 
companies doing business in the northwest. While thus 
engaged he formed plans looking to the control of the 
transportation business concerning the vast extent of 
country watered by the Willamette and Columbia. The 
development of these plans resulted in his control of the 
Oregon and California Railroad Company, the Oregon 
Steamship Company, and the Oregon Steam Navigation 
Company, which interests were, under his forming hand, 
in the course of time, made parts of the Oregon Railway 
and Navigation Company, a creature of his genius for 
great enterprises. His master stroke, however, was the 
conversion of the Northern Pacific Railroad Company, 
from a competitor into an ally and friend of the Railway 
and Navigation Company. This was effected by the 
formation of the “blind pool” of 1881, whereby eight 
million dollars were raised as a purchasing fund. The 
Oregon and Transcontinental Company was the result of 
the transactions thus developed, consolidating the inter- 
ests of the Northern Pacific and the Oregon companies. 
While carrying out these projects of colossal magnitude, 
Mr. Villard found time for important concerns of great 
but less importance; and the wonder grows how one man 
could accomplish so much. 

Shrinkage in the values of the Villard securities, icc 
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As to the immediate 
causes of this shrinkage, these may never be known fully, 


the downfall.of. their originator. 


in this instance of the decline and fall of a brilliant man, 
an astuter mind than his has accomplished his downfall. 
What he accomplished 
is great and will prove of invaluable service to his fellow- 
citizens, a service which will be remembered gratefully 


Mr. Villard’s career. is historic. 


and admiringly in the pages which record the matchless 
development of American commercial progress. 


— > 


THE RAILWAY PROBLEM. 








N the January number of the Princeton Review, is an 

article by C. Stuart Patterson, on the above subject. 

We have read the article with some degree of pleasure, 

because from beginning to end we have noticed a dispo- 

sition to be fair-minded, and to acknowledge that the rail- 
roads have some rights which must be respected. 

The question of freight rates probably gives as much 
trouble as any other question which arises between the 
management of a railroad and the people; but who shall 
determine this question so that justice shall be meted out 
to both sides? 
ter: It costs a railroad more to haul freight on an up 


As Mr. Patterson rightly states the mat- 


grade than on a level surface; more to pull it through a 
tunnel than on a long stretch of easily built road-bed. It 
costs a road more to carry freight for short distances than 
long, because the same amount of labor is necessary to 
load and unload in both cases, and the wear and tear of 
stopping and starting a train must be taken into account 
as well. Now these are only a few of the difficulties un- 
der which a railroad management labors in making a pro- 
per tariff for freight transportation, and we do not see 
how a railroad commission is to help matters unless all 
these items are taken into account, and a larger pro-rata 
given to those roads whose cost of hauling is in excess of 
other roads. When this is done, other evils will creep in, 
such as roads abandoning their connections and doing 
business on their own terms independent of the others. 
Roads which are used by large shippers will naturally 
break rates to retain their large customers, and with some 
show of justice. It is a principle well established in busi- 
ness that a certain discount should be made for quantity 
which would not be allowed for lesser amounts. A man 
buying a shirt does not expect to get one for less than a 
dollar fifty, but if he buys a dozen he expects to get them 
for fifteen dollars. We confess ourselves puzzled as to 
how an equitable tariff can be framed by a commission 
for all railroads, taking all these questions into account, 
We do not think the 
man is born who can do it successfully. 

For ourselves, we see but one solution to the railway 


problem, and that is to look upon the railways and to 


and meting out exact justice to all. 





treat them the same as we do all other branches of busi- 


ness. We do not think of a commission for dry goods 
nor how far Mr. Villard is responsible for them. Possibly | 


merchants, grocers, hardware men, and others. We let 
them cut and slash if they will, and we take advantage of 
their competition and buy of the one who will sell the 
cheapest. Some of them succeed, and some lose their 
money and go to the wall. So must it be with railroads. 
Let them cut and slash and compete with each other as 
Let the stockholders lose their 
money. They might just as well lose it in railroad com- 


petition as in any other competition. 


much as they want. 


The men who will 
buy stock in a. railroad having no present value in hope 
of realizing in the future, have rightly no more fault to 
find if they lose, than they would have if they had bought 
anything else for a rise. Parties, if they chose, had a 
right to build the West Shore Road and give fifty millions 
worth of their bonds for twenty-five millions’ worth of 
labor, in the hope that when the road was completed its 
business would warrant such a proceeding; but if the 
business does not come in and the road goes into the 
hands of a receiver, and the stockholders lose all, what of 
it? They took the risk, and if successful, would pocket 
Let them pocket the loss. 

Just so with all railroads and everything else of a busi- 


the gain. 
ness nature. They who risk to make great gains, must 
also count on making great losses.’ It is the survival of 
the fittest. 
to let the railroads alone. 


The only solution to the railway problem is 


a * 


THE present issue contains the first of a series of papers 
reviewing the earliest volumes of this journal. Dating 
back half a century, more or less, it is believed that the 
information which the compiler will dig out of these, the 
earliest productions in railroad periodical literature, will 
In the 
first of his articles, to which we respectfully direct the 


be found to be of a very interesting character. 


attention of readers, our contributor has pleasantly pre- 
pared the way for succeeding papers, each one of which 
will, of course, deal with a much wider scope of material 
than the first and introductory installment. We are quite 
sure that no person can read this without enjoying it and 
Hence 
we assure ourselves that the fluent and graceful pen of the 


having an appetite for more of the same quality. 


writer specially engaged to review the first volumes of 
the AMERICAN RAILROAD JOURNAL, will, by. reason of 
this engagement, find a large and appreciative class of 
readers among those gentlemen the character of whose 
business relations gives them a particular interest in the 
subject of his labors. 


> 
THE New York State Board of Railroad Commission- 
ers, sent its report to the legislature, January 14. Accom- 
panying it was a report by Dr, Edwin Hutchinson, on 





erates 
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color-blindness, with the following remark: “ Further 
than to awaken the interest of railroads and of the public 
on the subject, the board does not at present deem it pru- 
dent to go.” Apropos of this circumstance, an enthusias- 
tic correspondent writes us: “Truth versus ignorance, 
prejudice, and pecuniary considerations, is beginning to 
bear fruit.” 





> 


THE excellent series of articles on Railroad Medical 
Service, from the pen of Dr. Herrick, has been interrupted 
by the serious illness of that gentleman. We are happy 
to learn from him that he is so far recovered as to enable 
us to promise, with a reasonable degree of certainty, that 
the next number will be enriched by another contribution 
from him. His many readers will share the gratification 
which we feel in making this announcement. 
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The Vanderbilt Roads. 


AT a meeting of the directors of the Lake Shore and 
Michigan Southern Railroad Co., held at the Grand Cen- 
tral depot, this city, on the 26th ult., a quarterly dividend 
of 2 per cent. was declared payable February 1, 1884. 
From the report which was presented, we learn that the 
gross earnings for the year 1883 (December being partly 
estimated), were $18,550,000, the operating expenses and 
taxes, $10,975,000, and the net earnings, $7,575,000, from 
which deduct rentals and dividends on guaranteed stock, 
$3,550,000, leaving a balance of $4,025,000—equal to 8.14 
per share—from which deduct dividends of 8 per cent. 
for the year, amounting to $3,957,320, leaving a surplus of 
$67,688. Compared with the previous year, the gross 
earnings show an increase of $324,361, with a decrease in 
operating expenses and taxes of $82,807, making the in- 
crease in net earnings $407,168. The percentage of oper- 
ating expenses to earnings was 59.17 against 60.67 in 1882. 
In the operating expenses are included the cost of 10,000 
tons steel rails and all other expenditures incident to the 
maintenance and improvement of the property of the 
company, which has been fully maintained at its best 
standard. 

The directors of the Michigan Central Railroad Co. 
also met on the same day and declared a dividend of 3 per 
cent., payable February 1, 1884. The gross earnings of 
this road (including those of the Canada Southern Rail- 
way) were $14,000,000, the operating expenses and taxes 
$9,700,000, and the net earnings $4,300,000; from which 
deduct interest and rentals, $2,475,000, leaving a balance 
of $1,825,000, which was divided as per traffic agreement, 
as follows: to the Michigan Central two-thirds, or $1,216,- 
667, equal to 6.49 per share, and to the Canada Southern 
one-third, or $608,333, equal to $4.05 per share. 

The directors of the Canada Southern Railway Com- 
pany also met and declared a dividend of 2 per cent., pay- 
able February 2, 1884. 

From the portion of earnings allotted to the Michigan 
Central Railroad Company, two dividends of 3 per cent. 
each, amounting to $1,124,292, are deducted, leaving a 
surplus of $92,375; and from the portion allotted to the 
Canada Southern Railway Company, two dividends of two 





per cent. each, amounting to $600,000, are deducted, leav- 
ing a surplus of $8,333. The ratio of expenses to earnings 
of the joint roads was 69.28. 

ae 


Standard Time. 


A RECENT number of Harper's Weekly gives a portrait 
of Charles F. Dowd, A. M., principal of Temple Grove 
Seminary, Saratoga Springs, New York, the originator of 
the system of national time lately adopted throughout 
the country. On the principle, “Honor to whom honor 
is due,” we adopt a portion of the interesting biographical 
matter accompanying the aforesaid portrait : 

Professor Dowd began his work systematically by pre- 
senting the rude outlines of his plan before a convention 
of trunk lines held in New York City in October, 1869. 
He took his model from astronomical time reduced to the 
standard of one meridian. This time, in relation to any 
place, is local time with a difference. He adopted the 
Washington meridian for the national standard, and then 
worked out the local differences for about eight thousand 
stations along the lines of about five hundred railroads. 
Then he laid out the country into sections of fifteen de- 
grees of longitude each, with the Washington meridian 
as the prime standard, and the fifteenth, the thirtieth, and 
the forty-fifth meridians for the subordinate standards. 
He then carefully wrote out a full explanation of the sys- 
tem, and published all, with a map, in a pamphlet of over 
one hundred octavo pages. This pamphlet he sent out to 
all railway officials and others who might be interested in 
the subject. This was done in 1870. After publishing 
his work, Professor Dowd attended conventions of rail- 
way managers in Boston, in New York, in the West, and 
in the South, and in this way found that the differences 
exceeding an hour were regarded as impracticable. This 
led to the adoption of the subordinate standards as essen- 
tially independent of each other, only that the even-hour 
differences must be preserved. This done, each hour sec- 
tion became a well-defined section, with its own time 
standard ; and, with standards so near and so simply re- 
lated, the necessity for any more exact local time van- 
ished. He further found that the Washington and the 
fifteenth meridians were located too far west to suit the 
wants of the Eastern and the Central sections. There- 
fore, after meeting a convention at Atlanta, Georgia, in 
the spring of 1872, he changed the system from Washing- 
ton to Greenwich longitude, thus moving all the hour 
sections two degrees further east. This made the seven- 
ty-fifth meridian the standard for the Eastern section, the 
ninetieth for the Central, the one hundred and fifth for 
the Mountain, and the one hundred and twentieth for the 
Pacific—the fifth hour eastward being the standard time 
of England. This is the system now in operation. 








‘tes 

CARRIAGES on the St. Gothard Railway, are chiefly on 
the improved American system. The first-class carriages 
have an outside platform with veranda, to enable passen- 
gers to enjoy the view. All the carriages are lighted by 
gas, and warmed with hot air. The express trains are 
fitted with continuous non-automatic vacuum brakes on 
the Hardy system. Electrical contact instruments are 
provided at intervals on the line to regulate the speed of 
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Old Colony Railroad. 





THE income of the Old Colony Railroad Company for 


the years ending September 30, 1882 and 1883, was as fol- | 

















lows: 
1882. 1883. 
 Actamnraah. mtr wenn. gael SEIS TS Le eS $2,107,749 68 $2,173,998 18 
TO DG 6 Si: Sis OS hee a Glee 1,774,043 87 1,833,203 23 
EERE EEE pti d Mahe TR GAD AEs . 113,880 61 108,356 62 
WOON NOINR 605 ches ons. Bidpaeebvaron oder anne 38,060 63 38,213 32 
ike arte ete Lc arch cematane maces 40,023 69 38,456 92 
HVOUE Cire DOMNORS. 5. eS ii che. das 35723 90 4,902 05 
i I ree Pope eee 48,176 o1 51,989 17 
$4,126,258 39 $4,249,179 49 
Expenditures: 
Passenger department................ -eseeees $423,801 96 $427,747 30 
Merchandise department....................-... 540,827 52 534,751 17 
Locomotive department. _ ........ ..- 2.2. ..00 663,437 54 725,415 29 
pO 8 aa rer eee 626,707 79 703,869 78 
Geen SUNN ob. ceeds Pec ee a esti ea 272,301 95 302,081 48 
Miacellaneous expense.... ...00 0 -cscecceesns 139,995 32 165,213 12 
$2,680,072 08 $2,859,078 14 
MG CU Sa 6 en 0 a tS HEE $1,446,186 31 $1,390,101 35 
From which deduct— 
Coty al SOW URINE 56s 55 6 kia eee i eae $33,820 37 $48,508 61 
SE Gian ie cha win tA Redd oh co ea ntnseeaeeeun 106,917 37 113,151 52 
Interest on bonds, debt, etc..... cap takkeneee tes 267,709 05 371,799 74 
Rent paid for use of other roads............... 446,407 95 191,001 57 
Deficit on Union Freight Railroad............. Ss, , ee ee ree 
Fall River Railroad lease account.............. gee Pee eer ee 
$858,236 62 $724,461 44 
Wh Se iis aki os CN Bn oh ek $587,049 69 $665,639 91 


Out of the net income of 1883, a dividend of 3% per 
cent was paid January 1, 1883, amounting to $263,683; 
and on the ist of July, 1883, a similar dividend of 3% per 
cent was paid, amounting to $344,323—leaving a balance 
for the year of $57,633.91, which was credited to improve- 
ment account, and which now amounts to $91,070.78, the 
balance to credit of surplus account remaining the same 
as at the close of the previous year, viz.: $762,515.67. 
This surplus contains the earnings of the company since 
June 1, 1883, and will provide in part for the dividend of 
January 1, 1884, and taxes due November 1, 1883. 


At the date of the consolidation of the Boston, Clinton, | to take the place of the Hall signals, which have been re- 


Fitchburg and New Bedford Railroad Company with the 
Old Colony Railroad Company, March 6, 1883, the shares 
of the latter company were made shares of the consolida- 
ted company, and one share of new stock was issued for 
each share of the preferred stock, and eight-nineteenths 
of one share for each share of the common stock of the 
former company—making the cost of the railroad and 
property $2,314,820 in stock, and $3,557,915.44 in the 
amount of debt assumed; increasing by these amounts 
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the construction and property accounts of the consolida- | 


ted company. It is also proper to state here that the 
earnings, expenses, dividends, etc., from the date of the 
consolidation to the close of the fiscal year include those 
of the Boston, Clinton, Fitchburg and New Bedford Rail- 
road. 

Compared with the year 1882, the gross earnings of 1883 


show an increase of $122,921.10, with an increase in oper- | 


ating expenses of $179,006.06, making a decrease in the 
net earnings of $56,084.96. 

During the year, nine new locomotives have been add- 
ed in place of four old ones condemned. Ten new passen- 
ger cars and one new parlor car have been purchased or 
built in the shops of the company, and 232 freight and 
coal cars have been purchased. The cost of new equip- 
ment for the year was $226,375.86. - Large expenditures 
were also made upon repairs of equipment. The auto- 

matic has been substituted for the common Westinghouse 
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brake, and safety heaters have been placed, instead of 
stoves, in most of the passenger cars. New and efficient 
spark arresters have also been placed on 60 of the loco- 
motives. The equipment now consists of 66 passenger, 
39 freight and 15 switching locomotives; 233 passenger, 43 
baggage, 918 box, 8 hay, 4 milk, 6 derrick, 4 scraper, 4 
tool, 31 caboose, 662 platform, 38 cattle, 71 stone, 1,205 
coal and 100 gravel cars. 

Large contracts for steel rails were made during the 
year. In all 10,000 tons were purchased (though oniy 
8,000 tons were delivered in season to be used prior to the 
close of the year); of these 934 tons were used for the 
double track, and 294 tons upon the Fall River, Warren 
and Providence Railroad, which has been relaid with 
steel rails ; 6,339 tons were laid in the tracks. The tracks 
between Boston and South Braintree have all been relaid 
with new steel rails weighing 67 pounds per yard. The 
cost of steel rails laid in place of iron, for the year was 
$158,472.90. Out of 468% miles of railroad operated by 
the company, about 350 miles are now in steel. The 
number of new sleepers laid the past year is 177,212. 
Nineteen new iron bridges have been substituted for 
wooden bridges. The Fall River Railroad, which was 
leased in 1882, has also been regraded and put in good or- 
der. 

Since 1855,an act of the Legislature has required a stop 
to be made by all trains crossing another railroad at grade. 
As now constituted, the Old Colony Railroad has eight 
such crossings. In 1882, an act was passed by the Legis- 
lature dispensing with the stop, provided a system of in- 
terlocking signals, approved by the Railroad Commission- 
ers, was adopted, under the provisions of which approved 
signals have been placed at two crossings, and arrange- 
ments have been made for similar signals at four other 
crossings. The Union Electric signals have been placed 
upon the main line between Boston and South Braintree, 


moved. 

The alteration of the railroad in South Boston has been 
completed at a cost of $48,342.31, of which $19,882.16 was 
expended during the past year. New station houses have 
been erected at Framingham, Walpole, Medfield, Pope’s 
Hill, Cataumet, Crescent Avenue and Egypt, and freight 
houses at Holbrook and South Framingham. The en- 
largement of the Taunton Central station has also been 
completed. The land purchased for a newstation at New 
Bedford has been filled up and graded at a cost of $11,215, 
and a new and commodious freight yard has been made at 
South Framingham, upon which 2,250 feet of side track 
have been laid, at a cost of about $20,000. A new and 
additional freight house, 380 by 60 feet, has been built, 
and its cost, so far as paid, charged to construction. The 
second tracks in Fall River, Attleboro and Randolph 
have been completed at a cost of $14,762.50. Considera- 
ble work has been done during the past year on the con- 
struction of the second track between Mayflower Park 
and Middleborough, and from Randolph to Fall River. 
The second track has been extended about nine miles to 
Campello, and work has been begun at several points be- 
tween Randolph and Taunton. The cost of these tracks 
the past year, $122,767.75, has been charged to construc- 
tion. 

The-charges to construction,equipment and land accounts 


for the past year are as follows: Cost of Boston, Clinton, 
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Fitchburg and New Bedford Railroad, $5,872,735.44; land 
account of do., $14,007.70; completion of Whittenton 
branch, $13,456.21; double tracks, $122,767.75; freight 
station at South Boston, $16,275.44; land in Cohasset, 
Taunton and Boston, $11,867.07; land and buildings in 
Boston on Cove and Kneeland streets, $17,023.64—total, 
$6,068, 1 33.25. 

Since the union of the two companies, 4,000 shares of 
new stock have been sold, at a premium of $146,000. The 
premium was credited to improvement account. The 
balance remaining after payment for new construction 
was used to reduce the debt of the company. 

The improvement account for the year ending Septem- 
ber 30, 1883, stands as follows: balance from previous 
year, $85,719.27; premium of stock sold, $146,000; credit- 
ed from earnings, $57,633.91—a total of $289,353.18; 
against which are charged: filling land at South Framing- 
ham and New Bedford, $31,215 ; extension of second track, 
$14,762.50; new equipment, $152,304.90—leaving a balance 
September 30, 1883, of $91,070.78. 

The number of miles run by passenger trains during 
the year was 1,575,254; by freight trains, 917,602; by 
gravel and other trains, 539,337—total, 3,032,193, against 
2,841,907 in 1882, an increase of 190,286. The number of 
passengers carried the past year was 7,144,651 ; do. carried 
one mile, 104,989,238. Tons of freight carried, 1,626,509 ; 
do. carried one mile, 57,915,789. 

BALANCE SHEET, SEPTEMBER 30, 


1882. 1883. 
SIR Gs Sees UG Cas) ANS Sea wats Sob 65-28 $11,076,275 83 $16,186,387 17 
I NN 6 Som has» oe 6 senses sa whine « 1,191,319 08 2,165,759 08 
Stock of Ol Colony. Steamboat Co....... ... 725,500 00 725,500 00 
Bonds and stock of Fall River, Warren and 
peevensuce Mm. CO... 6. 5.05.5... 348,655 43 348,655 43 
oy of Nantucket and Cape Cod Steamboat 
Pte irhenhe kaesu se sbveinsess uiseesa 5s 000046 15,340 83 15,340 83 
Stock of Union Freight R. R. Co............. 79,014 42 79,014 42 
EE NE ee ieee’ neewidbe 5,967 00 
Stock of Lowell and Framingham R. R. Co.. 28,558 10 
Stock of Oak Bluffs Land and Wharf Co..... —......... 100 00 
Dorchester and Milton Branch................ 36,937 88 36,937 88 
Union Freight R. R. kerceeety account). 22,463 75 22,463 75 
Land account B., C., F. and N. R.R.Co.. Se Oe RR ee: 
DUNES Cini 0 o055 0as ahaha bee owencacss 286,987 53 286,987 53 
cba Sas 1k en 5b p.n'e kx cba cibe <0 161,730 20 215,128 68 
MINI 2050502 SEs van wsduio'oae 390,443 37 408,924 77 
Soe EOS MOONE. 555... nveccnsctecee 148,613 40 182,056 45 
NE oeSa oc saa ssabs  lescce veces ce 400,938 31 255,859 67 
I i 5 5 ads Sip 0.68% nie delve 82,479 64 166,513 00 








. $14,893,211 20 $21,130,153 °76 
Capital ke $10,222,200 00 


Stock of B., C., F. and N. B. R.R., uncon- 


. $7.53 3,800 00 


I iti del SG ds. ei edb aln'K Wd be 0.000% 26,420 00 
Ls oven someesad es ok cucseecee 5,324,000 00 — 8,886,900 00 
NSS, SRP RY 2 a ED Os Ce 738,055 95 603,643 26 
I 0 Sind aN on his pv sivcs eh akcies 271,919 52 272,791 92 
cht anesttopes op eg EE eee 3 21,871 41 30,436 66 
Coupons unpaid EE EE IIE LA PLP Ee 12,215 00 22,349 50 
Due connecting lines............... ........ 111,399 26 187,482 71 
I ia, Scmpiine'y bas 05 44hoa%i i> wh 121,715 12 24.343 26 
Improvement SEDs b6-o 23% tebe 0 63s 85,719 27 91,070 78 
IIR lee ecb ks Ankle dea Scaseulidatads ove 762,515 67 762,515 67 


$14,9 903.4 211 20 


Total, as above........ Spee $21,130,153 76 
President—CHARLES F. CHOATE, 

Directors—Charles F. Choate, Frederick L. Ames, 
Thomas J. Borden, John S. Brayton, Samuel C. Cobb, 
Uriel Crocker, Francis B. Hayes, Charles L. Lovering, 
William J. Rotch, John J. Russell, Nathaniel Thayer, 
Royal W. Turner. 


Treasurer—JOHN M. WASHBURN. 
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New York Railroad Commission. 


FROM GOVERNOR CLEVELAND'S MESSAGE, JANUARY I, 1884. 
THE law passed in 1882 creating a Board of Railroad 
Commissioners was made operative during the last year, 
~ the board was organized on the first day of February, 
3: 


preg: the eee snentiie poem the organization 


Ue 





RAILROAD J OURNAL. 


of the board and the thirtieth wee of i Sequeenter, 1883, 
seventy-five complaints were preferred, all of which were 
fully investigated. Many recommendations have been 
made to the railroad companies, calculated to protect the 
people in life and limb, most of which have been cheer- 
fully adopted. Of the 6,500 miles of railroad in the State, 
all have been inspected by some member of the board, or 
by a competent engineer employed for that purpose. 
When defects have been discovered, the company opera- 
ting the road has been at once called on to remedy the 
same. The companies have generally evinced a desire to 
codperate in every effort to secure the safety of travel. 
Every accident occurring in any part of the State has been 
reported promptly to the board. The following is the 
record of those killed or injured in the operation of the 
railroads in this State for the eight months ending Sept. 
30, 1883: 


ET Le TE 34 118 
OR Sookie es wns obaubeavo lecteneerevbeeds henaek 110 396 
REE NNN is rk 55 igs ok bis eh Sieees ele ss eis'n ones en sis -178 146 

I 5 «sai cans hanes. cpikvenbaksacsd Soke bane paeweet 322 660 


Boston and Maine Railroad. 


THE receipts of the Boston and Maine Railroad Com- 
pany for the years ending September 30, 1882 and 1883, 
were as follows: 





1882. 1883. 

From passengers............00+.sseeeeeeeee cee $1,593,117 02 $1 679,603 22 
WWI iio iccca ctccngdes 6% seeveesese 1,079,424 90 1,134,871 66 
pO ES a rere errs ree Serre ee 24,489 54 24,952 67 
FrOM OCXPPesSes.... 2... 0... ccc ceee cee sceeccecs 71,294 28 76,516 14 
gy og eer Poe eee ee eee ree Ee 65,715 74 69,197 41 
ON SUING. wing weic ssn cnsecdecccecvose 16,688 74 6,288 65 

; $2,850,730 22 $2,991,429 75 

Expenses. 
MUON os pcS oo was ase be gc tecwcecscvens $167,070 80 = $184,903 69 
i , S  e eeeee e eeee eee 37,700 81 49,064 41 
RODRITS OF TENCES, CIC... 2... 2c cece eceeee seas 11,026 40 15,728 18 
Repairs of buildings Bh ons etd Sn NG s Reda AC ae 86,762 g1 102,128 72 
New buildings and machinery ................ 10,803 55 26,464 02 
Repairs of locomotives. ..............2.+e0ee0e. 47,631 79 75,055 07 
ee SOE T ET PETC TTT 36,926 o1 31,688 31 
MIM CMG soos ieicnccnccts peccesvecscnnce 96,224 35 91,834 45 
IR 560k Tha oo pcan delay scnaepesves kel 69,514 48 85,356 94 
Fuel and water for locomotives..............--. 244,755 07 266,593 16 
eee ee OLE DEORE OTTER LEY PLOTTERS 14,566 87 14,361 53 
EE A dic as’ ha f0 sah 499 4002 bp 60% ane 51,778 51 37,907 64 
EE. . Slo cas eedi Se checcriebs nord 573 77,302 57 
Rs hr aa i's 5 wa Wei aes Lad pao’ e als we ‘ 6,600 00 7,215 98 
| RE ee EE Se teas Perret ret 1339492 43 115,264 38 
Salaries general officers and clerks.............. 49,282 48 559409 96 
Legal expenses..........0..-eeseee eee cree ceeds 135731 47 QsI5I 15 
Stationery and printing................-.5 ses. 18,077 40 16,260 71 
Outside agencies and advertising........ aks 18,286 79 18,701 64 
Contingencies and miscellaneous............... 12,861 16 9,694 87 
Dover and Winnipiseogee Railroad rent...... st 29,000 00 29,000 00 
West Amesbury Railroad rent.................- 5,700 00 5,700 00 
Lowell and Andover Railroad rent............. 52,500 00 52,500 00 


Kennebunk and Kennebunkport Railroad rent. igs sags 1,096 87 


RENT MOC WUIG ia ii in 65.555 bs 4 aw sicie or we neee 124,517 92 128,385 82 
PeeeGnwer t£Rill BETVICE ... . oo c nec eeins Se eeecs 66,580 78 . 759344 82 
Passenger train supplies..............-.++++- 8.577 35 11,016 67 
NE BONN REMI 5 hig 50's tg anyon 0s v0 ore’ 37,991 29 38, 155 80 
Freight train supplies ................++-+e++00 1,378 49 2,036 32 
Freight train mileage. ..........-cececrerceccies 12,324 80 16,850 64 
POE Scene tks cee wascscts chee test tovpesecs 85463 27 8,967 10 
Loss and damage...........5..++seeeseeeeeeeees 33.224 97 5,883 #9 
Personal injuries... ......-.6.-5 eseeeeerseeeeee 41,826 36 12,562 5 
Agents and station service............--+...+545 317,235 31 338,986 a 
Station s pene EEF OEP PE PCT 27,777 82 35.446 08 
Balance of improvement account, above the sum 

reserved, charged to expenses................ 68,576 72 166,376 73 





$2,017,057 56 $2,159,057 08 











Leaving as net earnings................+ paeeagnh $833,672 66 $832,372 67 
From which deduct— 

Renmin DUM a A Fi $245,000 00 = $245,000 00 

Dividend 4 per cent. May............ ...seeseee 280,000 00 280,000 00 

Dividend 4 per cent. November............... : 280,000 00 280,000 00 

$805,000 00 =. $805,000 00 

nt EY oy Te ee PPE S SPREE eee $28,672 66 $27,372 67 


It will be seen that the gross receipts for the year 1883 
were $2,991,429.27, against $2,850,730.22 for the previous 





year, an increase of # Pidnltos: 53; the operating expenses 
and taxes for the year 1883 were $1,964,383.48, against $1,- 
861,280.84 in 1882, an increase of $103,102.64. 

At the commencement of the year the company had 86 
locomotives; during the year 6 locomotives were added, 
of which 3 took the place of an equal number worn out 
and broken up, making the number at the close of the 
year, 89, of which 50 are passenger, freight and 17 
switching locomotives. 

The company have also 155 passenger, 8 parlor, 35 bag- 
gage and mail, 1,904 merchandise, and 231 gravel and 
other cars, and 12 snow ploughs. Of these, 13 first-class 
passenger, one combined passenger and baggage, and 175 
freight cars have been added during the year. One pass- 
enger car has been remodeled into a paymaster’s car, with 
all the conveniences necessary for safely transacting the 
business of paying the large number of employés scat- 
tered the entire length of the road. 

There were laid down during the past year 3,331 tons of 
steel rails and 123,372 ties, of which 966 tons of rails and 
26,309 ties were placed in the second track. The double 
track was extended during the year five miles, and at the 
date of the report, November 20, 1883, construction was 
going on between Old Orchard and Scarboro, the rails 
having been laid between Pine Point and Old Orchard. 
The grading ‘between Pine Point and Scarboro was also 
nearly completed, and will be ready for the rails early in 
the spring. 

Referring to the lease, by the Boston and Maine Rail- 
road Company, of the Eastern Railroad, the report says: 


22 


‘‘A lease of the Eastern Railroad to this company upon terms agreed 
upon by your Directors and those of the Eastern Railroad Company was 
ratified by both corporations at meetings held on March 28, 1883, to take 
effect when duly authorized by the laws of New Hampshire. Such au- 
thority was obtained at the session of the Legislature of that State held 
last summer. 

‘** Meantime on May 1, one of the trustees appointed under the mortgage 
of the Eastern Railroad Company presented to the Supreme Judicial Court 
of Massachusetts a bill in equity praying the Court to enjoin that company 
from executing the lease, substantially on the ground that it does not pro- 
vide for the sinking fund established under that mortgage for the benefit of 
the holders of the certificates of indebtedness secured by it. 

‘The remaining trustees have refused to join in the bill as plaintiffs. 

‘““The existence of this suit has hitherto delayed the execution of the 
lease, and the suit is still pending. 

“The Boston and Maine Railroad is nota party to it, and at a preliminary 
hearing the Court has decided that it need not be summoned in as such, but 
has directed notice of the pendency of the suit to issue to all the holders of 
the certificates of indebtedness of the Eastern Railroad. The term of this 
notice will expire in January next. There appears to be no reason why the 
argument of all questions mooted in the case should not be had before the 
full court in the coming March.” 


The double track on the Lowell and Andover Railroad 
(leased by this company) was completed to Wamesit sta- 
tion, 5 4miles, on the 18th of October, when regular trains 
commenced running over it. The remaining 3 miles were 
to have been ready for use. by the 1st of January, 1884. 
The cost of this work is to be repaid by the Lowell and 
Andover Railroad Co. upon the termination of the lease. 

A road was built during the year from Kennebunk to 
Kennebunkport, 4% miles, under a lease to this company 
for 99 years from May 15, 1883, at 4% per cent. on a cost 
of $65,000. This road was opened to the public June 18, 
1883. 

The number of passengers carried during the year was 
6,488,756, against 5,984,000 in 1882, an increase of 504,756; 
the number carried one mile was 85,216,481, against 81,- 
641,541 in 1882, an increase of 3,574,940. The number of 
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tons of merchandise carried was 946,906, against mute 
in 1882, an increase of 41,940; the number carried one 
mile was 48,736,777, against 44,882,394 in 1882, an increase 





of 3,854,383. The number of miles run was 2,028,735, 
against 1,945,599 in 1882, an increase of 83,136. 

TREASURER’S TRIAL BALANCE, SEPTEMBER 30, 

1882. 1883. 

Camm as ir PA ERA $0,512,780 26 $0,512,780 26 
pS IES COLTER LEO Bee re er Pe 1,242,330 00 1,308,180 00 
EE OU Soa ve ccc ccacss coodsees 216,480 44 281,894 96 
Coetib cs ch ties aie zie tthk Kaas udaven~oeaiey 222,613 69 269,160 97 
WUOONE GUNI a Soca ccs ucdeaced w4n4s 86,200 43 143,608 89 
Land and improvements Dover and Winnipis- 

CONN I aid veh nai Kas vidipinn secesene 26,603 23 28,606 99 
Dover and Winnipiseogee Railroad stock..... 263,144 48 @ 263:144 48 
Steamer Mt. Washington and wharves....... 69,260 24 69,260 24 
Danvers Railroad bonds............ Seats 125,000 00 125,000 00 
Danvers Railroad account. ..............:... 274430 00 27,430 00 
Lowell and Andover Railroad betterments. . 58,774 42 122,510 14 
Newburyport Railroad stock and bonds...... 302,001 95 302,001 95 
Portland and Rochester Railroad............. 118,919 75 118,919 75 
Due from station agents.......... i Veateeees 80,764 98 80,812 57 
Miller’s River improvement.................. 17,976 34 18,963 24 
Land near State Prison, Charlestown......... 23,487 71 32,696 51 
Narwe eC hici aio oa iin o's x be oin cc Saco Heed. Teepe 69,070 88 
New iron bridge ‘‘Cocheco River,” Dover, 

Wee WR ashe So osc Sahin s ios tte, CAR ae 9,695 55 

| eter einer ae ee ae aera icy Asad $t2.393,667 92 $12,783,737 38 
SE eS Er $6,921,274 52 $6,921,274 52 
Seven per cent. bonds due 1893................ 500,000 00 1,500,00c 00 
Seven per cent. bonds due 1894...... ......... 2,000,000 00 2,000,000 00 
Notes — SEE TEE f SRR nibs Seeger Pe 100,000 00 500,00¢ 00 
Lowell and Andover Railroad improv ement 

Gree fs OA ant es RV vedo eivt 41434 43 4,291 38 
Uncalled for bond interest.................... 7,087 50 8,925 00 
Uneaited for Givaiends: .:. 2... eect ccc 17,349 00 18,456 50 
Accounts payable and pay rolls for September. 175,534 14 190,317 30 
Ledger DAIAMCES.......... 020. cee e cece ses e es 30,486 20 45270 54 
Pree ae hk 5 os eis Sos eee case ik 1,637,502 13 1,636,202 14 





Total, as above............ di sedeigiuttey $12,393,667 92 $12,783,737 38 
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President—GEORGE C. LorD. 

Directors—George C. Lord, Nathaniel G. White, Amos 
Paul, Nathaniel J. Bradlee, William S. Stevens, James R. 
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General Superintendent—J AMES T. FURBER. 
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THE [RON TRADE IN 1883.—Secretary Swank, of the 
American Iron and Steel Association, says the year’s pro- 
duction of pig-iron was equal to that of 1882, 4,623,323 
tons; the consumption about 4,948,323 tons. The pro- 
duction of steel rails in 1883 fell off below that of 1882. 
There were also made probably less tons of iron rails than 
in 1882. The total rail tonnage of 1882 was 1,501,881 
gross tons, of which 203,459 tons were iron rails and 1,- 
304,392 tons steel rails. The total rail production for 1883 
was probably 1,300,000 gross tons, of which 1,200,000 tons 
were steel rails. Our imports of steel rails for 1883 were 
about 100,000 gross tons as against 200,000 tons in 1882. 
In round numbers, our consumption of rails in 1883 was 
three hundred thousand tons less than in 1882. 


THE United States Rolling Stock Company is actively 
pushing operations for its new extensive works on the Ca- 
lumet River, some twelve miles south of the Chicago city 
limits. Shops are being erected, docks are being built, 
and grounds are being prepared for the new industrial 
city which will next year spring up—another marvel of 
manufacturing enterprise. 


A LEADING feature of the American Machinist for Jan- 
uary 19, 1884, is the article on railroad snow-plowing, by 
Angus Sinclair. It is accompanied by a finely-engraved 


sketch of the Cushing snow-plow. 
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Lubricating and Lubricants. 





BY E, F. DIETERICHS, CLEVELAND, O. 





Il. 
VARIOUS KINDS OF LUBRICANTS. 


ALL fatty substances are used for lubricating purposes, 
but their characteristics are so different and the require- 
ments for lubricating so manifold, that the selection of 
lubricants and the way of applying them are matters of 
considerable importance. All fatty substances are either 
liquid og solid, and either of animal or of vegetable 
origin. They are used in their natural state or com- 
pounded and mixed in various proportions with each other 
or with inert matter, such as lime, sulphur, lead, asbes- 
tos, graphite, soapstone, etc. Liquid fatty matter is prin- 
cipally used for lubricating lighter and fast running 
machinery ; solid fatty matter on machinery with slower 
motion and of heavier weight. 


LIQUID LUBRICANTS. 
FATTY OILS. 

All the fatty oils of animal or vegetable origin, and the 
so-called mineral oils, are liquid lubricants. These stand 
foremost among the oils of animal origin, sperm-oil, 
neats-foot oil and lard oil, followed by tallow oil and fish 
oils, and among the oils of vegetable origin, olive oil, rape 
or colza oil and castor oil; cottonseed oil, linseed oil and 
rosin oil belong to the class of drying oils which are unfit 
for lubricating purposes, and are seldom used by the 
judicious mechanic. All these oils, from the nature of 
their composition, are liable to decomposition, not only 
from the action of the heat emanating from friction on 
bearings or from the steam in cylinders, but also from 
simple exposure to atmospheric influences, especially when 
spread in thin layers over large and heated metallic sur- 
faces, whereby their acids are set free and their bases 
readily combine and are converted into solid, gummy 
matter with the small particles of abraded metal, that in 
spite of the best lubricants will wear off when metal comes 
in contact with metal in motion. The temperature at 
which these oils vaporize is too high, and before they can 
radiate into space with frictional heat, they accumulate 
and retain enough of it to become decomposed. 


MINERAL OILS. 


The oils known as mineral oils in their natural state, do 
not present the same defects; they are not changed by 
atmospheric influence, do not form acids, but are lacking 
body, and heat affects them, and unless of lower gravity 
they are readily decomposed by frictional heat, and their 
light and dangerous vapors depart too fast to be able to 
radiate more than a very limited proportion of it into 
space. Those of heavier gravity are seldom free from 
grit (finely suspended silicious and dark-colored carbo- 
naceous matter), and their accumulated deposits are 
equally if not more injurious to machinery and a drag 
on the motion, than the gummy deposits of the fatty oils 
above mentioned. 

The so-called “ reduced oils,” and those resulting from 
distillation, derive their unctuous feeling and heavy grav- 
ity from the accumulated amount of paraffine wax and 
scorched carbonaceous matter in suspension. They have 
been deprived of their lighter hydro-carbons, and the 
thereby produced amount of wax and matter in suspen- 








sion, and the temperature at which they vaporize, give 
them, apparently, greater heat-absorbing and more pro- 
portionate heat-radiating quality than the natural oils be- 
fore mentioned, but their greater deposits of impurities 
and wax under frictional heat, and their inability to re- 
main limpid at slight lowering of the temperature, class 
them with the poorer lubricants. 

The oils known as “ paraffine oils,” derived from the 
residuum stock of distilleries, and refined and freed from 
all wax by cold and pressure, are by far the purest and 
best adapted for lubricating very light machinery, but do 
not possess sufficient body to prevent surfaces from abrad- 
ing each other in motion under heavy weight; and those 
with apparent body from wax left from imperfect separa- 
tion, are superior only in cleanliness to the oils reduced 
by steaming and distillation before mentioned, but like 
them form waxy deposits, which cause dragging on the 
motion, and they solidify too easily in cold weather. 

Compounding paraffine oils with fatty matter makes a 
tolerably good lubricant ; its value however, is proportion- 
ate only to the amount and quality of the admixed fatty 
matter, and gum is continually deposited in proportion to 
the amount of fatty matter contained in it, which is gen- 
erally of poorest quality for the sake of bigger profits. 

From all said in the above it will be seen that the best 
fatty oils deposit gum and the mineral oils paraffine-wax, 
and it shows that the fatty acids of the former and the 
oily hydro-carbons of the latter, alone are the real lubri- 
cants. By binding the fatty acids to a base to prevent 
decomposition and combining them with oily hydro-car- 
bons of best quality, we form a lubricant which combines 
the best characteristics of both the fatty and the mineral 
oils, and as near as possible, all the following character- 
istics which a good lubricant must possess: 

1. Sufficient body or viscosity to absorb the frictional 
heat as rapidly as it is evolved by friction. 

2. Capability to vaporize at a temperature proportionate 
to its heat-absorbing powers. 

3. Least inclination to decompose under atmospheric 
influence, temperature or steam. 

4. Contain no free acids, gum or grit. 

5. Retain a nearly uniform consistency at all tempera- 
tures. 


COMPOUNDED OILS, 


The lubricants called “compounded oils” comprise an 
endless variety of mixtures. The residuum oils and still- 
bottoms from distilleries are worked into cheap grades of 
oil by addition of lighter oils, often so light, and some- 
times thinned down with benzine only, that their rapid 
evaporation under frictional heat becomes dangerous. 
They are made to show a plausible consistency and de- 
ceiving gravity, and are sold at all prices and under all 
kinds of names, such as Mecca and West Virginia oil, but 
are poor imitations of these once much preferred natural 
oils. The dangerous character of some of these mixtures 
is well known; they have been the cause of many fires and 
accidents. It requires only careless handling of lights 
near such oils while in store, in use or under shipment, to 
ignite the vapors arising therefrom to the danger of life 
and property, and it is astonishing, that as yet no steps 
have been taken by insurance companies and legislators 
to prohibit the sale and shipment of such lubricants, more 
dangerous than the vilest of burning oils prohibited. 





Other oils of this kind are said to be improved by ad- 
mixtures of rosin-paste or rosin-oil, and they are some- 
times slightly improved by admixtures of very small 
quantities of fatty matter of the lowest order. They con- 
tain all the charred carbonaceous matter, the tar and grit 
from the stills, which no amount of steaming and pre- 
tended filtering is able to remove. That such oils are not 
efficient or economical, even at the low prices at which 
they are sometimes sold, will be seen when their charac- 
teristics are taken into consideration. Those “com- 
pounded oils,” made from heavier mineral-oil, refined and 
bleached, and mixed in various proportions with animal 
or vegetable oil and fat, and those with extra additions of 
caoutchouc, wax, sulphur, graphite, etc., command their 
price and standing in the market, proportionate with the 
quality and quantity of the admixed fatty matter, and are 
sold under a variety of names often entirely inappropriate 
and deceiving the inexperienced as to their origin and 
quality. 

Oil mixtures consisting of watery emulsions with the 
aid of alcaline or mucilaginous additions, hardly deserve 
mention. Their value also depends alone on the propor- 
tion of real fatty matter they may contain, but the temp- 
tation of apparent cheapness misleads, until slow but 
unavoidable injury convinces to the contrary. 


SOLID LUBRICANTS. 


Solid lubricants consist principally of tallow or lard or 
combination of either or both with palm oil, rape or colza 
oil or mineral oil, brought to proper consistency with 
weak lye, lime water or lime paste. Fatty matter of all 
kinds and quality, residuum and tar from refineries, in 
short, all that possibly can be worked into this kind of 
lubricators and can be given a greasy appearance and con- 
sistency, is worked into what is known in the market 
under the name of “grease.” The additions of lime, 
graphite, lead, asbestos, sulphur, soapstone, etc., to 
greases used on machinery moving under heavy pressure 
and heat, act only as a medium. They fill and accumulate 
in the interstices of the bearings, and like the metallic, 
compositions serve as a sort of cushion for the lubricant. 

The character of the machinery for which this kind of 
lubricants is used, is of the grosser, heavier kind; hence 
less attention is given by mechanics to ascertain the in- 
direct advantage that would result from the use of grease 
of best quality, and cost is generally the only point con- 
sidered. Here also is the fatty acid alone, the lubricating, 
that is the heat absorbing and vaporizing principle, held 
to the moving surfaces by medium of the stearine, palmi- 
tine, paraffine or rosin, which ultimately are left as concen- 
trated and charred gummy deposits. 

It is a great error to compound liquid lubricants with 
inert matter, such as plumbago, asbestos, etc., under the 
delusion that such additions increase the lubricating 
power of the lubricant. On the contrary, whatever the 
value of the lubricant otherwise, it is actually made worth- 
less by such additions. The circumstance that hot bear- 
ings are sometimes effectually cooled by application of 
plumbago or like inert matter, has misled some of the 
best mechanics into the belief of their value as lubricants. 
When a bearing becomes heated, from whatever cause, 
either neglect of lubricating, inefficiency of the lubricant, 
or mechanical defects, the metal expands and the moving 
parts are thereby brought into so close contact with each 
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other that the lubricant, however good, is incapable of 
penetrating between them; it decomposes and vaporizes 
faster than it is able to absorb the accumulating heat. By 
suddenly applying a heavy body of fatty matter in the 
shape of a piece of tallow or a candle, the heat is rapidly ab- 
sorbed and transferred to the regular lubricant, and the 
metal, becoming relieved of the accumulated heat, con- 
tracts, and the regular lubricant succeeds in penetrating be- 
tween the surfaces, and if attentively applied will prevent 
further overheating. The same is the case when we apply 
plumbago or other fine inert matter to heated bearings. 
This is drawn in between the moving surfaces by their ve- 
locity, and opens the way for the lubricant to penetrate be- 
tween its particles, and serving as a sort of cushion, absorbs 
a large amount of the accumulated heat, which it transfers 
to the vaporizing lubricant. If, however, we think to con- 
clude therefrom that a lubricant mixed with such inert 
matter must be equally efficient with daily applications 
for some time, we misunderstand the cause of the action, 
and simply accumulate inert matter on bearings or in 
cylinders; and vaporizing lubricant will finally be unable 
to vaporize all the increased heat which the accumulating 
incumbrance and drag on the machinery is creating. 
What was said here holds equally good with solid lubri- 
cants, often compounded with large additions of inert 
matter, as plumbago, asbestos and such like. If lubrica- 
ting was simply a mechanical action, these additions 
would be in place, and one application of such compound 
would serve as acushion for any length of time, but as 
lubricating is a chemical action based on the vaporizing 
of the interposing lubricating substance, the fatty acids 
of the fatty matter in such grease compounds alone are 
able to vaporize with the heat, and at every renewed ap- 
plication leave the inert matter behind, together with the 
gummy deposits, to cause dragging on the motion. These 
deposits accumulate more and more, and finally harden- 
ing under the heat they absorb, abrade and injure the 
machinery unless removed by continued cleanings. 


(To be continued.) 
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THE attention of the reader is called to the announce- 
ment of Le Page’s Liquid Glues, made by the Russia Ce- 
ment Company, Gloucester, Massachusetts. These and 
the Russia Belting Cement, manufactured by the same 
firm, are of the utmost value in numberless descriptions 
of work, including all those in which any kind of glue or 
sizing is required. Such variety of utility characterizes 
very few articles. 


A PARTY will leave this city on the twenty-sixth of Jan- 
uary, 1884, on an excursion to Cuba and Nassau, New 
Providence. This is the third annual mid-winter excur- 
sion to those places, organized by Messrs. Leve & Alden, 
No. 207 Broadway, New York. Nearly forty days will be 
spent by the excursionists in warm latitudes, at a time 
when the climate here is a varying torture. 


THE attention of readers is directed to a pamphlet pub- 
lished by the H. W. Johns Manufacturing Company, No. 
87 Maiden Lane, New York, containing a variety of in- 
formation concerning the use and value of asbestos in 
building, economy in the use of machinery, etc. 


HE that gets out of debt grows rich. 








410 





AMERICAN RAILROAD JOURNAL. 





° i 

OMMUNIC ARON. 
As READERS find under the above head, a variety of conflicting opinions 
expressed by numerous correspondents, there is no need to say that the 
editor is not responsible for the views expressed in this department. He 
respectfully invites communications from all who desire that what they 
think or know on railroad subjects shall be placed before a numerous, 
interested and influential class of readers, in a style, as to printing and ap- 
pearance, which invites to thorough perusal and consideration. 


Editor American Rattroad Journal :— 


THE heating and ventilation of passenger cars success- 
fully is no easy problem, although to the layman, the diffi- 
culties do not appear. The writer’s experience has been 
that the more complicated and radically “ scientific” plans 
are seldom successful, probably because the exact manner 
and time in which this device is to be opened, or that one 
shut, is never clearly understood by any one save the in- 
ventor; and asthe brakeman has the handling and control 
of the management of this feature of railroading, he can- 
. not be expected to exhibit many scientific attainments or 

understandings for the munificent compensation of $50 
per month, and so many ventilating devices, for want of 
proper handling, are failures. It is of course a fault of 
the device, for no matter how perfect its action may be, if 
properly cared for, the fact that the brakeman is to handle 
it and not the inventor, should be kept in view by the lat- 
ter. Unfortunately, this important factor is too often 
overlooked. It seems as if there were less complaints 
twenty years ago about “the vitiated air of passenger 
cars,’ when a box stove, holding a wheelbarrow load of 
wood was used on heavily timbered roads, or a “cannon 
stove” on coal roads, than there is at the present day, 
with the many improved arrangements. It may be that 
the passengers are educated up toa much higher appre- 
ciation of their due as passengers, than in the days gone 
by. It is clear that the ventilation and heating of passen- 
ger cars go hand in hand, being mutually dependent on 
each other, and that hot air ascends, and vice versa. 
Simple as these facts are, they are frequently overlooked, 
when the subject of this article, of which these facts are 
the very foundation, are considered by the designer. 
Several very expensive day cars were recently built with 
improvements in the ventilation, but it was found that 
these cars in summer were ten degrees hotter than cars 
built nearly twenty years before, and running in the same 
train. The present system of heating cars by running steam 
or water pipes, or hot air conveyors along the floor at the 
sides of the cars is undoubtedly superior to stoves, but 
when combined with ventilators kept open in the deck of 
the car to any extent, the result is that the car is kept 
cleared out of its heat, or if the ventilators are closed the 
car is soon overheated with impure air, and this is the re- 
sult of nine out of ten ventilating systems. 

If, however, openings are provided in the ends of the 
car, or doors near the floor, the deck ventilators kept 
closed, and fresh air allowed to find its way in at the for- 

“ward end of the car near the stove or heater, or through 
a jacket surrounding them, the car can be kept comforta- 
bly warm and the impure air forced out of the car with- 
out robbing it of its heat at the same time and by the 
same means. The heat given off by the heating pipes 
rises to the top of the car, where, if the ventilators are 
open, it finds an exit. If, however, the ventilators are 





closed, the car fills with warm air, and the impure air, with 
its heavy load of carbonic acid gas, is forced to the floor 
and escapes at the rear end, through the openings referred 
to. A prominent master car-builder informed the writer 
that he had used a plan embodying these principles with 
splendid effect. His plan consisted of encasing a pipe be- 
tween the windows, extending from the floor through the 
roof. At the floor an opening was provided for the pipe, 
and covered with netting. At the top of the pipe a hood 
with a vane was provided, by which means the mouth of 
the hood was kept always opened to the back of the train. 
When the train was running, the rapid passage of the 
hood through the air, acting on the principle of induced 
currents, kept an upward movement through the pipe, 
thus drawing off the air from the bottom of the car in- 
stead of the top, by which means the car was kept not 
only warm but well ventilated. Four of these ventilators 
on each side of the car were used, although the gentle- 
man referred to thought more would give better results. 
A damper arrangement in the pipe made the ventilation 


or quantity of air drawn off adjustable. 
SINBAD. 





Editor American Railroad Journal :-— 


As a railroad man, I| desire to protest against the great 
amount of shoddy and pinchbeck literature (?) practical 
railroad men are confronted with in many of the so-called 
“railroad papers.” Practical railroad men have little 
time or inclination to write their experience or views, and 
in consequence the great mass of dry rot forced upon rail- 
road men is written by clerks, boys, canvassers, advertis- 
ing agents and what not, whose railroad experience con- 
sists of perhaps a half dozen rides a year on the street 
cars. If a master car-builder turns out a new passenger 
car, the next issue of the Unzversal Water Closet has the 
following delectable and instructive three columns on the 
subject: “ Mr. End-sill, the veteran master car-builder, of 
the L. M. N. O. P.R.R. has just finished the most sumpt- 
uous, elegant, and convenient passenger car ever seen in 
this section. It is about three times the length of an or- 
dinary freight car, and is painted in a delicate tint of pea 
green, and beautifully decorated. On entering the car we 
find a perfect palace of beauty and convenience, superbly 
designed and magnificently finished in costly woods of the 
Orient, leading the imagination to believe it is the verita- 
ble historic barge of Cleopatra,” etc., etc. The practical 
railroad man is of course greatly enlightened by this val- 
uable information, and files away carefully the paper con- 
taining it for future reference—in the waste basket. 

If a new locomotive is the subject, the reader is saliva- 
ted in about this style: “That thorough and experienced 
mechanic, Sandbox T. Reachrod, master mechanic of the 
X.Y. Z. R. R. has just turned out a superb new passenger 
engine, bearing the No. 12,299. She is built entirely from 
the original designs of Mr. Reachrod, and is the fastest 
engine ever built in this country. She is provided with 
four immense driving wheels, which are held relatively to 
each other by a massive bar attached to a gudgeon cast in 
each wheel. As we pass toward the forward end of this 
magnificent structure, reminding one of some fabled 
courser eagerly champing its bit in its desire to exhibit its 
paces, we find two brass cylinders provided with steam 
boxes. The piston is arranged to slide back and forth, 
thereby transmitting its ponderous force to the driving 


wheels through the medium of an immense pitman rod. 
The boiler projects beyond the smoke stack quite a piece, 
and contains a smoke burning device, the invention of 
Mr. Reachrod, by which the ‘large quantities of black 
smoke emitted by ordinary engines will be entirely pre- 
vented. This invention alone stamps Mr. Reachrod as 
the best mechanic of the age. The boiler, we are in- 
formed, is pierced for a large number of brass pipes called 
flues, by means of which the heating surface is greatly 
augmented. Pumps for forcing water into the boiler are 
entirely done away with, being replaced by an instrument 
called an ‘injector,’ and to Mr. Reachrod is due the 
credit of first discovering the merits of this extraordinary 
device. The truck wheels are made entirely of paper and 
demonstrate the wonderful uses to which this material 
can be applied. These wheels are strongly riveted to 
‘truck axles’ which are supported on ‘brass boxes.’ 
The boiler is covered with planished iron, having & brill- 
iant lustre, which is held in place by brass bands which 
also serve to strengthen the boiler against the enormous 
steam pressure, etc., etc. The veteran driver, Jack Pull- 
heroverandplugher, has charge of the 12,299, and informs 
us that on the trial trip she performed admirably, the trip 
being interrupted but once by the slipping of the ash pan, 
which Jack quickly adjusted. 

“ We are further informed that this elegant piece of me- 
chanism is intended to draw the Corn-cob and Huckle- 
berry express which the managers of the X. Y. Z. R. R., 
ever watchful of the interest of their patrons, have put on 
for the summer months for the express purpose of accom- 
modating their through travel, which has lately assumed 
immense proportions.” 

Or if the subject is “ Internal passenger car ornamenta- 
tion,” the instructor of car-builders remarks: “ All orna- 
mentation, strictly speaking, should be accessory and not 
introduced or used in such prolific profusion as to oblite- 
rate, so to speak, the fountain head, as it were, of the im- 
mediate source from which it springs, and from this it 
would appear that the mechanical structure should neces- 
sarily form the paramount object in view, and treating the 
decorative and purely esthetic features as secondary and 
subordinate.” The extreme lucidity of this, to say nothing 
of the purely technical treatment, will insure every master 
car-builder in the land fully appreciating and understand- 
ing it. Or the thirsting railroad man is informed, anent 
accidents, that “some of the most serious and horrifying 
of railroad casualties are too often due in their causes to 
initial beginnings which cannot be foreseen nor provided 
against by finite intelligence, yet in the great majority of 
cases the cause is due to the absence of the most obvious 
and necessary precautions, and the most effectual preven- 
tive of such catastrophes is to be found in the most 
rigid and arbitrary enforcement of a correct and thorough- 
ly devised code of special regulations, looking to the 
special end of preventing them.” 

This, it will be seen, covers the whole ground, and is so 
simple and sure, that it is to be wondered at that accidents 
will occur, when a thorough understanding of the above 
simple treatment of casualties would prevent them en- 
tirely. 

I might go on indefinitely in imitation of the too preva- 
lent style of literature prepared for the practical, frequent- 
ly unlettered but self-educated and suffering railroad man 
and mechanic, who will read with avidity a practical arti- 
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cle which he so seldom finds, but who “fires out” with 
remarks anything but scriptural, the class of papers deal- 
ing—from necessity—in a mass of words, thrown together 
by a writer who knows absolutely nothing, practically, 
about what he is writing. It is no wonder, then, that rail- 
road men complain that they find more of interest to 
them and their business in a last year’s almanac! 

A SUFFERER. 


———_—— . 


Our Canadian Letter. 


From Our Special Correspondent. 








OTTawa, January 8, 1884. 

THE severe cold weather period having set in, railway 
construction in Canada is at a standstill; once, however, 
spring arrives, unprecedented activity in this direction is 
confidently anticipated, as the “first sod” will be turned 
on quite a large number of projected roads, branches, etc. 
From present appearances the “silver spade” will be free- 
ly brought into service. 

The Canadian Pacific is fast pushing its way nor’west- 
ward ; in six weeks’ time the line will have been comple- 
ted from Montreal to Algoma. There is only a link of a 
few miles between the last-mentioned station and Sudbury 
Junction to be finished. Freights are now running to the 
Junction. Passenger traffic is in progress as far as North 
Bay on the main line, and not many miles from Sudbury. 
Next May, when the road is in running operation to Al- 
goma, the distance between Montreal and Winnipeg will 
be made in three days. A fleet of steamers will be util- 
ized between Algoma and Thunder Bay, from which place 
to the bird’s eye city of the northwest, the C. P. R. is 
now running, until such time as the all rail route around 
Lake Superior will have been finished. A gang of about 
five hundred Italian navvies, employed in the work near 
Sudbury Junction, were discharged within the past week. 
They returned to Buffalo. 

As regards the C. P. R. line, west of Winnipeg, satis- 
factory progress was made during 1883. The track will, 
at the end of this week, reach the summit of the Rocky 
Mountains, thus fully carrying out the past year’s pro- 
gramme of work, nearly six weeks ahead of the time al- 
lowed for it. At present there are about seven hundred 
and fifty men employed in the mountains; it is the inten- 
tion to reduce the number immediately, and to confine 
the remainder of the winter’s work to making ties and 
timber, forwarding supplies, and completing the final ad- 
justment of the line. 

Referring to the C. P. R.,a leading commercial ex- 
change, in reviewing the work of the past year, said, that 
“owing to the desperate efforts of persons on the stock 
exchange to depreciate securities, the Government have 
consented to guarantee the stock for ten years, to the ex- 
tent of three per cent., taking ample security that the 
Dominion will lose nothing by its guarantee; the result 
so far on the stock has hardly been what was expected. 
It has, however, prevented it from being utterly wrecked, 
as appeared likely to be the case; and there is very little 
doubt that the advantage of the arrangement has been 
very great. The prospect is that the entire railway will 
be complete within two years.” 

The plan of the new bridge of the Ottawa, Wadding- 
ton and New York Railroad, over the St. Lawrence Rive 
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from what is known as Ogden’s Island, to Goose Neck 
Island, is now before the Privy Council here for approval. 
There are good grounds for the belief that the plan will 
be accepted. At the new site for the structure, the cur- 
rent is neither so speedy nor tortuous as the site first se- 
lected by the engineers. Navigation will be accommoda- 
ted with a high level (sixty-one feet) bridge, and a swing 
bridge likewise. A‘director to-day informed the JOURNAL 
representative that in connection with the twenty mile 
branch south of the St. Lawrence to connect at Canton 
with the American system of railways, the necessary de- 
posit has been made at Albany. 

The survey of the Ontario and Pacific Railroad, a new- 

ly projected line, intended to connect Sault Ste. Marie on 
Lake Superior with Cornwall, on the St. Lawrence near 
Montreal, is in progress, the staff being at present engaged 
near Perth, above Ottawa. The president is Dr. Bergin, 
of Cornwall, who is apparently acting for a number of 
heavy capitalists, as yet unknown to the public. 
At the coming session of Parliament, which begins on 
the seventeenth, the Grand Trunk will ask for power to 
consolidate and rearrange certain classes of its stocks and 
securities, for the purpose of providing additional capital 
to lay a second line of rails along portions of the road. 
They will also ask authority to create additional securi- 
ties. 
The following is the gist of the regulations for the 
transportation of goods in transit through the United 
States issued by the Dominion Government; goods of 
domestic origin may be transported from one port to 
another of Canada, over territory of the United States, 
with the consent of the United States authorities by 
routes designated and bounded for that purpose. Cars 
must be specially appropriated for such transportation, 
placed under customs lock, and sealed by an officer of the 
customs at the port of departure in Canada, and must re- 
main sealed until they have passed through the United 
States and again arrived in Canada, when they may be re- 
leased from further customs surveillance. Merchandise 
in bulk, which is incapable of being put in locked cars, 
may be transported on platform cars, carded and sealed. 
Imported goods in bond may be transported in like man- 
ner, under the usual transportation entry and bond. If 
merchandise, on reaching its destination in Canada, does 
not correspond with the manifest, if seals be lost or bro- 
ken, or if packages, cars or seals appear to have been 
tampered with, the goods will be detained, if circumstan- 
ces justify it, for seizure and forfeiture. 

Haligonians annually become agitated with the winter 
port question. This time they appear bound to use their 
every effort in forcing the C. P. R. to adopt Halifax, in- 
stead of Portland, as its winter port. Numerous public 
meetings have been held in that city, and as an outcome, 
a series of resolutions have been adopted for submission 
to the Government. The effect of these resolutions is 
about as follows: That as the C. P. R. has it in contem- 
plation to locate their Atlantic winter terminus at a Uni- 
ted States port, and, whereas the C. P. R., although in 
one sense a private corporation such as would be, under 
ordinary circumstances, empowered to locate their road 
so as to secure the largest practicable profit to the com- 
pany’s shareholders, on the other hand, has undertaken a 
great national work with a view of building up and con- 








fore, within the opinion of the Council of Halifax, the 
projected location of the Atlantic winter terminus of the 
C. P. R. at a foreign port would be a direct violation of 
the principles enunciated and acted upon by the Govern- 
ment and parliament with respect to the road around Lake 
Superior, and an outrage on the people of the lower 
provinces ; and that it is the imperative duty of the Gov- 
ernment of Canada to take such steps as may be found 
necessary to secure the location of the Eastern winter ter- 
minus of the great inter-oceanic railway at a harbor with- 
in our own borders. 

The advent of the new year brought with it, as gener- 
ally happens, a disastrous railway catastrophe. On the 
second instant a terrible collision occurred outside of To- 
ronto, at the Humber, on the Great Western division of 
the Grand Trunk, by which twenty-seven men lost their 
lives, and many more were fatally wounded. A suburban 
train was run into by a freight. All on board were em- 
ployés of the Toronto Bolt Works; the accident caused 
great excitement. The conductor of the freight, who is 
charged with running without orders, is in custody. The 
victims were given an impressive public funeral. The re- 
lief fund had run up to the amount of $12,000, the Gov- 
ernor General subscribing $250. An investigation is in 
progress. . 

The C. A. R. has opened a passenger depot at the 
Chaudiere, next to the Union station, in this city. This 
is a great convenience to the traveling public. 
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Philadelphia and Reading Railroad. 





THE comparative statement of the business of the Phil- 
adelphia and Reading Railroad and Coal and Iron Com- 
panies for November and fiscal year ending Nov. 30, 1883, 
shows: Total gross receipts of the railroad company for 
November, $3,654,916.21; total gross expenses, excluding 
rentals and interest, $1,581,435.45; profit for the month, 
$2,073,480.76; profit for the year to date, $14,547,479.25; 
profit for the same month of 1882, $1,104,564.49; for the 
year, $9,859,064.98 ; gross receipts of the coal and iron 
company for the month, $1,756,584.50; gross expenses, 
excluding interest, $1,363,379.64; profit for the month, 
$393,204.86; profit for the year to date, $921,771.79; profit 
for the same month of 1882, $303,121.24; for the year, 
$1,200,173.91. From this deduct for the railroad com- 
pany: Debit balance renewal fund, $27,499.03; State tax 
on capital stock, $55,909.36; all rentals and full interest 
on all outstanding obligations, including floating debt, 
$12,101,666.89. For the coal and iron company: Full in- 
terest on all outstanding obligations other than those held 
by the railroad company, $1,126,942.70; total, $13,312,- 
017.98; surplus of both companies, $2,157,233.06; 7 per 
cent. on preferred stock, $108,626; 6 per cent. on common 
stock, $1,990,972.52; total, $2,099,598.52; balance applica- 
ble to interest on deferred income bonds, $57,634.54. The 
above statement includes the workings of the Central 
Railroad of New Jersey and branches for November, and 
for six months, from June 1 to Nov. 30, viz: Profit for the 
month, $124,407.51; for six months, $633,482.57. 

A REPORT that the pig iron dealers of the United States 
were about to form a pool to control the output and the 





| price of that product in this country, has been exploded 
solidating the various sections of the dominion: There- — 


by the dilligent researches of the /ron Trade Review. 
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A RETROSPECT: 


BEING 


A Complete History of Railroad Pro- 
gress in America. 


Compiled from this Journal, beginning Fifty-(wo years ago. 





CHAPTER I. 





OuR First NUMBER. 

ITS CRUDENESS—BUT FAVORABLY RECEIVED—ITS APPEARANCE 
AND MAKE-UP—GENERAL VIEW OF ITS CONTENTS— THE 
STEAMIAD, A PROJECTED EPIC—THE JOURNAL STARTED IN 
STIRRING, EVENTFUL TIMES AT HOME AND ABROAD—LIST OF 
AMERICAN RAILROADS IN PROCESS OF CONSTRUCTION AT THE 
BEGINNING OF 1832—OF THOSE PROJECTED IN NEW YORK 
STATE. 

AMONG the most cherished possessions of the publish- 
ers of the AMERICAN RAILROAD JOURNAL, is a complete 
file of its issues, from Vol. I, No.1, bearing the date, 
“New York, January 2, 1832,” to the present time. The 
purpose of a series of articles, beginning in this number, 
and to be continued in succeeding issues, is to review the 
contents of the early volumes of “the oldest railroad 
journal in the world.” - The writer's hope will be gratified 
should the reader find as much pleasure in following the 
results of his researches, as he has found in making them. 

A quotation from No. 2, January 7, 1832, explains the 
remarkable crudeness which characterizes its predecessor, 
and aptly prepares the way for a description of No. 1. 
Speaking of this, the publisher, whose professional 
modesty appears in his use of the third person when 
meaning himself, says: “The haste with which it 
(No. 1) was got up (one week only having elapsed 
from the time he decided to publish it, before the 
first number was printed) prevented him from giving it 
that finish which a specimen number usually receives ; 
that nicety of dress, so requisite to the favorable impress- 
ion which a traveler should desire to make upon intelli- 
gent strangers, or that variety of matter and propriety of 
arrangement which generally secure the confidence and 
patronage of the reading community.” The want of finish 
admitted by the “ publisher and part proprietor,” appears 
in the fact that part of the first impression was issued 
with the mistake of a year in the date—“ 1831” instead of 
“ 1832.” It appears, notwithstanding its defects, that the 
new venture was well received, as note the following: “In 
presenting the second number of the AMERICAN RaAIL- 
ROAD JOURNAL to the public, the publisher cannot refrain 
from expressing his thanks to the editorial corps for the 
uniform politeness with which the first number of his 
journal has been received.” 

Said first number consists of sixteen pages of about the 
same size as those of the JOURNAL as it appears now, ar- 
ranged in three columns to each page. Its title is simply 
“ RAILROAD JOURNAL,” and it is headed with an illustra- 
tion thus described on page 3 of the issue: “ The cut at the 








head of the JOURNAL represents the locomotive engine, 
the Novelty, of Messrs. Braithwait & Ericsson (which com- 
peted for the prize of £500, offered by the directors of the 
Liverpool and Manchester Railway Co., and which would 
probably have taken it, but for some trifling difficulty in 
the machinery), and with a carriage for passengers of suffi- 
cient size to accommodate eighteen inside.” The reader will 
note the distinction between English and American usage 
which obtained even at that early time, as regards the use 
of the words railway and railroad respectively ; and that 
the English term carriage, meaning car, was then em- 
ployed in that country. A prospectus signed “ D. K. Mi- 
nor, No. 35 Wall street, New York,” is the first feature of 
the contents. It gives the full name of the journal, and 
as its principal object, “ to diffuse a more general knowledge 
of this important mode (the railroad) of internal commu- 
nication, which, at this time, appears to engage the atten- 
tion of almost every section of our country.” Moreover, 
Mr. Minor’s arrangements with the New York American 
enabled him to promise that, the subject of internal im- 
provement being first provided for, the remaining part of 
the paper would consist of “the literary, miscellaneous 
and news matter of the New York American, as prepared 
for that paper, omitting all political subjects, except such 
as are of general interest.” 

This association of matter being well edited, sufficiently 
accounts for the satisfactory character of Mr. Minor’s ex- 
periment. There was not, at that early date in the history 
of railroads, sufficient matter on the subject to fill a 
weekly journal of the generous size produced. Hence 
the necessity of a good choice of miscellaneous matter, 
and the wisdom of procuring it by arrangement, from so 
well-informed and popular a paper as the New York 
American, While the compiler does not find very much 
railroad information in No. 1, its contents are exceedingly 
readable, and he may be pardoned lingering awhile over 
some of its miscellaneous features, as well as those special- 
ly important to his readers. 

In a summary of news from Mexico, occurs the familiar 
name of our time-honored contemporary, the Journal of 
Commerce, as that of the authority for an item. The lit- 
erary review includes notices of David Brewster's “ Life 
of Sir Isaac Newton,” and of “ A Memoir of the Life of 
Daniel Webster,” by Samuel L. Knapp. A poet who failed 
of immortality staggered the editor with the prospectus of 
his heroic poem, “The Steamiad,” to consist of one hun- 
dred books, the arguments to three of which are sub- 
joined, because they show how one man was moved to 
great thoughts by what he heard and saw of the “kettle 
on wheels” which has revolutionized modern civilization. 
His arguments are entertaining enough : 


BOOK I1.—Argument— Invocation to the Muse.— Heaven.—Hell.— 
Thunder.—Hoboken. 

BOOK I1.—-Argument—Description of the Abyss of Space.—Conference 
between Neptune and Pluto about creating a power which shall be more 
tremendous than any of Jupiter's creations, and wholly under the control 
of these conspiring deities.—The parties quarrel.—The god of fire thrusts 
his glowing palm into the face of the god of water, and the STEAM 
SPIRIT bursts into existence. 

BOOK III.—Argument—Pluto and Neptune become reconciled to each 
other by the mediation of Ather, and they consult in what manner to ren- 
der the power thus accidentally called into existence subservient and use- 
ful to them.—They call in Vulcan to assist them with his counsel, who pro- 
poses that the spirit be first confined to a body, and avers, that thus incar- 
cerated, he would be easily subdued to their designs.—They approve of his 
suggestion, and Vulcan immediately furnishes a close iron cauldron, and 
the book concludes with the wailings of the confined spirit. 
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It snmneth not to the contrary that the scribbler pro- 
jecting the Steamiad remained a “ mute, inglorious Mil- 
ton.” 

Those were stirring times in Europe. England was 
agitating the Reform Bill; the king of Holland was giv- 
ing trouble concerning the definitive settlement of the 
difficulty out of which had developed the independence of 
Belgium; France, scarcely emerged from the bloody 
Revolution of 1830, was in the throes of the constitution- 
al changes necessary to the consolidation of the power of 
the citizen king; an unsuccessful insurrection in Poland 


, had lately ended, and Greece had newly arisen into the 


family of nations. Apropos of this, the first issue of the 
AMERICAN RAILROAD JOURNAL contains an eloquent call, 
headed “ Instruction to the Greeks,” convening a public 
meeting at the Consistory Room of the Middle Dutch 
Church, corner of Ann and Nassau streets, New York, 
“for the purpose of codperating with our fellow citizens 
in other places in the laudable effort of establishing at 
Athens, a literary institution for the instruction of the 
rising generation of that lately oppressed and truly inter- 
esting people.” The list of names appended contains that 
of William C. Bryant. At home, slavery was agitating 
the counsels of Congress, but America’s material progress 
was being honored in the great center of the world’s com- 
merce, significant of the after triumphs of her marine. 
The Grand Duchess Helene, of Russia, had lately been on 
board the New York packet-ship Ontario, Captain Sebor, 
at the London Docks, and had expressed herself in the 
highest terms of admiration of the beauty of the vessel, 
and of the superb style in which her cabin was fitted up. 
One cannot help wondering how long it will be before a 
similar incident is placed on record. The Equitable In- 
surance Company had just declared a dividend of three 
and one-half per cent., payable on the 3d of January, 1832; 
and the Farmers’ Fire Insurance and Loan Company the 
same dividend, payable on the same day. At Baltimore, 
to the great satisfaction of the Baltimore American, 
measures were about to be taken immediately for the sub- 
scription of the capital requisite to build and put in ope- 
ration a steam towboat, “of strong frame and great pro- 
pelling power,” and two steamboats had towed from the 
harbor of the Maryland port, through the ice, a fleet of 
outward-bound vessels, and had taken up, in like manner, 
several inward-bound. 

But the reader is concerned more nearly with the state 
of the railroad industry of the United States on and about 


January 2, 1832, than with other matters, however inter- ; 


esting, and concerning which, only those subjects closely 
related with it, need to be mentioned hereafter. 

The editorial opinion at the time was one “ fast gaining 
ground in this country, that railroads will, in a. great 
measure, supersede canals, and therefore hasten the con- 
struction of a few important lines, through those parts of 
the country where the amount of business will warrant 
the undertaking.” Again: “It will be the aim of the 
publisher to show, what he thinks may be shown conclu- 
sively, that for practical purposes, railroads are far superior 
to any other mode of internal communication; and that 
they must, in a few years, entirely take the place of canals, 
where new works are to be constructed.” 

To inform his readers on a subject destined to be of 
such vast importance, Mr. Minor began a series of illus- 
trated articles giving “a concise history of the introduc- 








tion of railroads into England (which appears to have 
been as early as between the years 1602 and 1649, in the 
vicinity of Newcastle-upon-Tyne), with the various im- 
provements, down to the present time; and to trace their 
introduction into, and peculiar adaptation to the business 
and climate of this country.” 

The following is given as the list of railroads in process 
of construction at the time, several of which were in part 
finished, and in successful operation : 

Baltimore and Ohio—whole length, 250 miles—6o miles 
completed and in use. 

Albany and Schenectady—16 miles in length—12 miles 
in use. 

Charleston and Hamburg—135 miles in length—about 
20 miles completed, upon which the United States mail is 
carried. 

Mauch Chunk, completed and in use, 9 miles. 

Quincy, near Boston, now in use, 6 miles. 

Ithaca and Owego, 29 miles. 

Lexington and Ohio, 75 miles. 

Camden and Amboy, 50 miles. 

Lackawaxen, 16 miles. 

The following were ae making, or soon to be com- 
menced : 


—— in 
miles. 
Massachusetts, from Boston to Hudson River... 200 
pee Oe CME. oko ek kek chive. 167 
SOCUCINE BIN TIUOTIRIIOND. 55 5 ons bo ci etek chan ds 114 
Columbia, from Philadelphia to Little York..... 96 
Baltimore and Susquehanna................... 48 
Spb FINE oa ae eeu 43 
Frankston and Johnston on the Alleghany Deh 40 
Baltimore and Washington City................ 38 
Piadwon Bd ECrmae. . 6 ow ete e eects 25 
Frenchtown and Newcastle........ ........... 16 
Harlem...... Meri the Sen h Caleelna ie bec Meg cues» 6 
Richmond and Chesterfield.................... 12 
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York and Maryland, Tuscumbia, Philadelphia ) distance 
and Norristown, Philadelphia and Chester, not 

Philadelphia and Delaware known. 


Elizabethtown and Somerville Railroad in New Jersey. 

At the same time notice had been given of application 
to the legislature of New York, at the session about to be 
opened, for railroads in different sections of the State, 
with an aggregate capital of over forty-two millions of 
dollars. 

Of these projects, one is intelligently and powerfully 
advocated by the RAILROAD JOURNAL. The writer opens 
his argument in a good, old-fashioned way. He says: 
‘Perhaps no one of the numerous applications which will 
be made to the legislature of this State, at its ensuing 
session, is entitled to more respectful consideration than 
that which is to be made for a railroad commencing at 
Lake Erie, at some point between Cattaraugus Creek and 
the Pennsylvania line and terminating in this city; pass- 
ing through the southern tier of counties, and crossing 
the Hudson at some convenient place.” The summary of 
his argument is thus expressed : “ With one principal rail- 
road through the southern part of the State, and several 
lateral roads from the canal, every step would be taken 
towards, and not from, market, as would ‘be the case if 
the main road was on the north route, and the others in- 
tersecting it from the south.” The time was ripe for in- 
ternal improvements on a grand scale, to be effected in 
the Empire State, and, as has been shown, the people were 
prepared with over forty-two millions of dollars to make 








tion thus described on page 3 of the issue: “ The cut at the 


railroads between designated points. The sanction of the 
legislature was all for which they were waiting. Evident- 
ly the inhabitants of New York State appreciated the ad- 
vantages presented by the new mode of communication, 
demonstrating, as so often before and since, their practical 
sagacity and enterprise. Moreover, a journal specially 
devoted to railroad interests could not have been started 
at a time more opportune, and in a place more eligible 
than the greatest center of population in a commonwealth 
alive to the advantages and possibilities of a scheme con- 
necting the majority of its counties with the metropolis, 
by the quickest means. The sanction of the legislature 
was asked on twenty-five projected roads, the chief of 
which were the following : 

From Lake Erie, through the southern tier of counties, 
to the Hudson River, crossing a ferry, and then down on 
the east side to the city of New York—capital $10,000,000, 

From New York to Albany, on the east side of the 
Hudson. 

From the Hudson River, or from Schenectady to Buf- 
falo, by the most convenient route, with branches connect- 
ing therewith the most important villages as shall not be 
on the main route of the railroad—capital $10,000,000. 

Another, also from Albany to Buffalo—capital $7,000,000. 

From Buffalo to Cayuga Lake, or the outlet thereof— 
capital $3,000,000. 

From Utica to Cayuga Lake—capital $2,000,000. 

From Rochester, through the Tonawanda Valley, to the 
Alleghany River—capital $1,000,000. 

From Brockport, on the Erie canal through Batavia to or 
near Olean, Chatauqua county—capital $800,000. 

From Schenectady to Utica—capital $2,000,000. 

From Albany, on the west bank of the Hudson, or a 
more westerly route, to Catskill—capital $700,000, 

From the City of New York to Manhattanville and 
Westchester, Putnam and Dutchess counties — capital 
$500,000, with privilege to increase. 

From Watertown, Jefferson county, to the Erie canal, 
at Rome, and also to Lake Ontario or the River St. Law- 
rence—capital $500,000. 

From Geneva to Ithaca, a continuation of the Canan- 
daigua and Geneva Railroad—capital $500,000, with privi- 
lege to increase to $800,000. 

From Oswego, Tioga county, to connect the Ithaca and 
Owego with the Lackawanna Railroad at the Pennsylva- 
nia line, near the Great Bend—capital $300,000. 

From the foot of sloop navigation via the St. Lawrence 
to Lake Champlain—capital $1,000,000, 

(To be continued.) 
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Finances of the Oregon and Transcontinental Com- 
pany. 





THE following is the last financial statément as to the 
condition of the Oregon and Transcontinental Company : 


The committee appointed by the Executive Committee of the Oregon 
and Transcontinental Company to examine the assets and liabilities of the 
company and report thereon would respectfully represent to your commit- 
tee that, in response to a suggestion in which they heartily concurred, Mr. 
R. G. Rolston was by them requested to join the committee and take part 
in the investigation. The committee was organized by the appointment of 
Mr. E. P. Fabbri as Chairman and Secretary, and at the earliest moment 
proceeded to the investigation of the company’s affairs. The matter of 
the investigation being of an intricate character, and requiring many meet- 
ings, much time has necessarily been taken by the committee in arriving at 
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the substance of their report. Inasmuch as the business and affairs of the 
company had been largely under the control and management of President 
Villard, his absence, in consequence of severe illness, during the examina- 
tion has greatly interfered with the committee's labors and has prevented 
their making a report as satisfactory in detail as they would have desired. 
The committee would report : 

That the assetts of the company, as shown by the books and from the 
certificates of parties holding securities as collaterals on loans, as well as 
the actual count of such securities as are in the possession of the company, 
are as follows: 


Shares. 
Oregon Railway and Navigation Company......................-.: 152,027 
Nowtiecn Pacts geeterreds c< 0.3 i642 oe anes ORE 153.700 
SCWSRIRT EE TE CON os eb a ciavs noe nap Ceacantp'enceaus 147,934 
WeemCONNR RII NO og kc cee oid ces cacccegucdcmers Sha 18,714 
Milwaukee and Lake Winnebago preferred......................... 25775 
Milwaukee and Lake Winnebago common.....................-.... 2,260 
Oregon and California stock, preferred. ......... 2.0.22... e cece eee es 150 
Oregon and California stock, common................0...0-.20.0c00e 490 


Oregon Iron and Steel Company 1,500 
Oregon and California second mortgage bonds................ $2,000,000 oo 


Lands earned and other real estate as per ledger.............. 236,363 55 
Oregon Improvement Company.................-..60-eeeee eee 514,128 33 
Puget Sound Railroad under construction and not bonded.... 421,022 42 
Northern Pacific Railroad Company, balance of account...... 1,240,206 42 
CORR Sie aaa elo dics Suine ve Bae Cie eM PPE Nea cere 195,927 52 


And the liabilities of the company from the best sources at the commit- 
tee’s hands are shown to be as follows: 


Wits: ambeasscs fis. ei SLSs. Cd. Risa EA eS $10,562,500 00 
Credited vouchers, as reported by treasurer 
Oregon Railway and Navigation Company...............-... 


The committee are informed that the bonds yet to be received from 
branch lines will meet the requirements for construction. Your committee 
has deemed it proper to state the .assets at their face or share value, not 
considering it within their province or desirable to affix market values 
which are constantly liable to fluctuation. 

In closing the report, the committee desire to express their appreciation 
of the readiness on the part of the officers and employés of the company to 
facilitate as much as lay in their power, the task assigned to the committee. 

E. P. FABBRI, 
WILLIAM ENDICOTT. Jr. 
R. G. ROLSTON. 


New York, Monday Dec. 31, 1883. 
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FREDERICK BROUGHTON, late general manager of the 
Great Western Railway, P* O. box 38, Hamilton, Ontario, 
is offering his railway library for sale in one lot. The 
catalogue can be procured from that gentleman. As it 
represents a collection made during thirty-four years’ 
management of railways, its interest is extraordinary. 
The books announced embrace, amongst others, bills in 
Parliament ; evidence before committees; acts of Parlia- 
ment ; reports of and evidence before Royal commissions 
and Parliamentary committees; the proceedings of the 
English Clearing House, in MSS., for ten years; traffic 
and working agreements between many English compa- 
nies; awards of arbitrators and umpires in cases of refer- 
ence; Bradshaw’s Manual, for twenty years; the Raziway 
Times, for twenty years; twenty-five volumes of rare 
pamphlets on railway finance, management, etc., and sev- 
eral volumes of railway rules and regulations. 


In “A Temple of the Art Preservative of All Arts,” 
Matthews, Northrup & Co., Buffalo, New York, have pro- 
duced a pamphlet which is a luxury to see and to handle, 
and the briefly-written pages of which are suggestive to 
publishers of all grades. It is a description of the estab- 
lishment of the publishers, accompanied by a calendar for 
the present year. The opening sentences show the sense 
which these gentlemen have of the quality of their pam- 
phlet, one of which, by the way, is not at all exaggerated : 
“To you, O friend! (whose name we trust is Legion) lover 
of the beauteous, patron of letters, promoter of the arts, 
admirer of our Art, greeting!” By all means get a copy 
of “A Temple, etc.,” if you can do so. 


EVERY man is the son of his own works. 
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[THe English word “ tramway,’’ now used universally in every English- 
speaking country excepting the United States, is adopted as the name of 
this department, because it is of greater convenience, being more specific 
in its meaning than “ street railway.’’| 


American Street Railway Association. 


President.—William H. Hazzard, Brooklyn, N. Y. 

First Vice-President.—James K. Lake, Chicago, Il. 

Second Vice-President.—George B. Kerper, Cincinnati, O. 

Third Vice-President.—D. F. Longstreet, Providence, R. I. 
Secretary and Treasurer.—William J. Richardson, Brooklyn, N. Y. 


Office of the Association, cor. Atlantic and Third Avenues, Brooklyn, N.Y. 
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WE observe that on at least one of the leading tramway 





lines of this city, no passenger is permitted to open the 
door nearer the horses.’ This, as it seems to us, is a com- 
mendable restriction, guarding the public, in some degree, 
against those draughts which, during the winter months, 
sweep with chilling and dangerous consequences through 
cars in which the provision indicated is not made. Its | 
enforcement on lines carrying very many passengers, the | 
Third Avenue, for example, would cause delay and incon- 
venience during certain hours of the day; but in all cases 
where these consequences would not follow, there seems 
to be no good reason why the example set by the manage- 
ment of the Second Avenue line should not be followed. 
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THE problem of heating strget cars cannot yet be re- 
garded as settled, so many practical men objecting to the 
use of the stove, because finding in it disadvantages which 
moge than outweigh the gain to the public comfort that 
follows its introduction. “While this: remains true, there | 
is apt to be considerable value in the suggestion that only | 
the back entrance to the car should be opened, excepting | 
in cases when for greater ease in taking on and setting 
down passengers, this course is inexpedient. 


———_—_—_-> 


THE leading feature in the condition of the ‘street car | 
business at the present time, unquestionably is the promi- | 
nence of the question, Shall or shall not the cable system 

be applied in New York City? As our news columns de- 
monstrate, the probability is that the answer will be in 
the affirmative. This much is certain, that the subject of 
the advisability or non-advisability of the innovation is 


being both intelligently and earnestly discussed. 


aenbienneas - a 


In this season of the year particularly, when the pro- 
verbial trials of street-car horses are at their height, it 
does seem altogether too bad that, in the interest of these 
poor brutes, attention should be called of a necessity per- 
ceived every day, to the expediency, not to say duty, of 





adherence to the wholesome rule which prescribes that 


cars shall not be stopped anywhere excepting at crossings. 
Perhaps ‘tis as well to blame stupidity for what seems 
very much like cruelty in those offenders against the 
rights of our noblest dumb servants, who would stop them 
and compel the strain of restarting oftener than is pre- 
scribed in the regulation to which reference has been 
made. 





>- 


WITH the present number, the very practical series of 
articles on painting street cars comes to an end. Their 
value is of the highest to those who either make or use 
cars, and we advise such who do not already possess the 
three parts constituting the series, to make sure of an ex- 
cellent possession by sending to the office for the missing 
number or numbers. 


— — 


A VERBATIM report of the second annual meeting of 
the American Street Railway Association, held in Chica- 
go, October 9 and Io last year, has just reached us. It is 
handsomely printed, and well done in every respect ; and 
will certainly be in large demand, as it deserves to be. 
This very valuable pamphlet of 144 pages may be pro- 
cured at the office of the Association, corner Atlantic 
and Third avenues, Brooklyn, New York. 


———__—___—__—_- ee 


History of Traction By Cable. 





THE- following is the first of a series of articles written 
for the AMERICAN RAILROAD JOURNAL by Paul Van Der 
Voort, Secretary of the Lighthall Cable Traction Com- 
pany, Washington, D.C., whose facilities for procuring in- 
formation are of the best, as the subjoined communica- 
tion demonstrates. We bespeak for Mr. Van Der Voort 
that widespread, intelligent interest in his articles, which 
is due to their subject and the command of material and 
capability of handling it with skill.-and force which con- 
stitute his peculiar fitness for their authorship : 


The history of cable railway invention dates back 
almost to the commencement of the present century. The 
amount of labor and thought expended upon this way of 
propelling cars or carriages is incalculable; the uses to 
which the various inventions have been put are numerous 
and ingenious. 

The idea of propelling cars by an endless cable was 
even earlier than the invention of railways and railway 
steam engines. That the system has not been placed in 
general operation throughout this country is due to a 
variety of causes. That the cable method has not en- 
tirely superseded the slow-moving horse, is due to the 
long time required to perfect improvements in inventions 
heretofore made, to the fact that until recently a full 
knowledge of the system existed only in one city, which 
is remote from the center of population, and largely be- 
cause until the present day, no person possessing the 
necessary ability, has advocated with power and con- 
clusive force the great advantages and permanent value 
of the cable system. It took time to study deeply and 
profoundly into the various methods used in the past, as 
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the public at : totem and even engineers, were in utter 
ignorance in regard to what had been done and the in- 
ventions which years ago had been patented in regard to 
this system of moving cars. No prior invention or im- 
provement has ever been reached without deep thought 
and earnest search, and the more or less thorough knowl- 
edge of the art to which it relates, in anterior days. More- 
over, to simply invent or originate an improvement is not 
enough. The true inventor must be practical, and possess 
the business tact and knowledge sufficient to properly 
place his invention before the public—to clearly explain 
his improvements, and above all to reap the fruits of his 
patient toil and devotion to the objects to be attained. 
That after all these years there should only be cable 
railways in operation in a few cities in the most progres- 


sive nation on the face of the globe, will seem strange to | 
your readers, when they learn that all the principal | 


features of railways were patented long since, and were 
put in practical operation and attained a speed which has 
not been deemed possible in these later days. Especially 
in England was this true. No invented system ever 
reaches complete perfection until it has been years in 
practical operation, and until its countless details have 
been thoroughly tested by actual operation, and when the 
money forces are applied. The mighty engine and print- 
ing press, and any of the magnificent structures which have 
been invented, when standing idle and inert are very dif- 
ferent to the eye from the same when placed in motion ; 
when the lever is touched and all the component parts 
start into action, then the whole structure becomes a 
thing of beauty and conveys the idea of life and power 
fully exemplified. 

The question of cable railways is now being thoroughly 
agitated throughout the country. The records in the 
Patent Office also demonstrate that many able inventive 
minds are deeply engaged, and that thorough study is be- 
ing given to this branch. There is no doubt that the day 
is not far distant when the horses and mules, now pulling 
cars, will give way to the endless cable method, as the 
stage coach was superseded by the swiftly-moving loco- 
motive. The question of accelerated speed alone will 
solve the problem. Operators and owners of street car 
lines are giving their attention to the cable system, and 
they all recognize the fact that they must come practical- 
ly to the immediate consideration of this question. 

Your readers will no doubt be interested in the early 
history and progress of invention in this direction, and 
the constituents of your valuable journal (the only recog- 
nized authority on street railways), will no doubt be glad 
that you have taken the trouble to have the question dis- 
cussed in yourcolumns. The writer will do this fairly and 
impartially, and state facts as he knows them, without 
prejudice, and in all cases with his authority in hand to 
fully sustain his position. 

Some persons imagine, or seek to make people believe, 
that they are the original inventors of the system of pro- 
pelling cars by an endless cable, moving in an underground 
slotted tube. A careful study into the art would have 
soon satisfied them that such was not the case. It is fully 
realized that many of the descriptions of early inventions 
are found in very rare publications which are extremely 
difficult to obtain. The collection at the writer's service 
was procured after careful search in this country and in 
Europe, and he does not know that a*similar one exists in 


ha Se 2 








sch 417 


a combines collection. In the matter of railway inven- 
tions, especially in early days, it includes a full collection, 
with drawings to illustrate the same. The patents des- 
cribed in these books are old, and have long since lapsed, 
but the student and inventive mind should know before 
devoting study, means, and time to invent something new, 
that the idea had_been fully met years before, and the 
fact published in the magazines of the day devoted to 
such topics. 

In another communication, the writer will give a history 
of the early inventions of cable railways, and some de- 
tails in regard to their operation. 








(To be continued.) 
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Painting Street Cars. 
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IN a former chapter I called attention to a few of the 
colors used on street cars, and the harmonious combina- 
tions of the same. It is now my purpose to speak more 
particularly of the combination of colors for grounds, and 
the striping colors upon the exterior of street cars. 

Some few years ago it was the custom to paint almost 
all cars in light colors, such as straw, cream, drab, etc., 
but the experiments made by first-class painters proved 
conclusively that darker colors were just as applicable if 
not better in many respects than light colors, A streetcar, 
though subjected to hard usage, in most cases by ignorant 
washers and cleaners, is not so badly used as the cars on 
steam roads, for they are generally housed when not in 
use, while it is séldom that a steam road furnishes cover 
for their cars; besides, the street car is not subjected to 
an atmosphere of sulphurous fumes, or pelted with gravel 
and sparks. Therefore, the arguments which have been 
advanced in the trade journals relative to light and dark 
colors do not apply to street cars. The street car is sim- 
ply a wagon or omnibus in another form, and may be 
treated, so far as the painting is concerned, in a similar 
manner. 

The use of light colors on wagons or carriages is very 
limited, as the wagon painter has found that other colors 
will outwear them, as a rule. Vermilion, bronzed greens, 
blues, black, etc., are the favorite ones, although cream 
and straw-color may be added to the list, for wagon work, 
while stages or omnibuses are mostly painted white. But 


the painting of stages in white is not so much on account - 


of durability as it is to make them showy, and to lighten 
their otherwise heavy appearance. The monstrous furni- 
ture vans, now so numerous in our large cities, will be 


| found painted. in dark colors, with gold lettering, etc., 





upon their sides, and they are made far more durable in 
the painting by the wagon painter than the average street 
car, though these “ big wagons ” are seldom housed. The 
reason of this is that the work is better done. More var- 
nish is used upon them, and the coloring, instead of being 
oily, or closely allied to the paint of the house painter, is, 
as it should be, japan colors, over a well-made foundation. 
The average car, when new, receives at most but three or 
four coats of paint, which is made porous, from loss of oil 
by absorption into the imperfectly filled pores of the 
hecidacumarels coats of verishane theta rag 
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and Virtiiidly sensei: It is therefore necessary, as said 
in a previous chapter, for the car painter to take a few 
lessons from the wagon painter, in order to maké durable 
work. 

Dark colors are being used now on many steam roads 
with satisfaction, but there are many who never gave a 
thought to one of the principal reasons of their durablity 
over light ones, which is, that a lesser quantity of oil is 
used in mixing them, for the dry pigment being used in- 
stead of keg lead ground in oil, the painter will use more 
japan or varnish, by which the paint dries harder and is 
not so readily absorbed. 

Vermilion will turn dark quickly, if it be mixed with 
oil, as is seen in the work of the house painter, who de- 
pends upon oil principally in all his work, but if a quick- 
drying varnish, japan, or japan gold-size be used, the color 
will be far more durable. Vermilion is a good color for 
side panels, and will appear more brilliant if a green stripe 
be put over it. The green should be bright, and of a 
yellowish hue, rather than bluish. This too will be aug- 
mented by a fine line of white. The combination of red, 
green and a very little white will be found a pleasing one, and 
I think it the best that can be made. The striping on a 
panel should ve ex re/cef to appear well (as shown in cut), 
then the colors, put in as above, and a very handsome panel 
will result. The top stripe may be white, with black let- 
ters, shaded with light and deep orange; the sunk bottom 
white, with an outline letter shaded the same. 

Umber colors are very durable and they make very 
handsome panel colors. 

Umber is a natural dryer, and the color will dry hard to 
prevent absorption ; a little oil may be judiciously added 
to paint having umber for a base. 

Olive brown is formed by adding lemon yellow to the 
umber. 

Chocolate color is made by adding a little lake or car- 
mine to umber. 

Burnt umber added to white forms drab. 

Salmon color is made by adding yellow, white and red 
to umber in small quantities. 

Orange-colored striping looks well on umber, put on as 
directed for green on red, set off by fine lines of white. 

Sienna colors are also excellent ones, and such as tan 
color, leather color, Bismarck brown and chamoline will 
make good colors for car panels. The latter color is made 
of three parts sienna, one part white and one part lemon 
yellow. 

The ground for sienna may be made of yellow ocher, 
which isa durable pigment and inexpensive. The striping 
on sienna colors is governed by the depth of the ground. 
Drab, green or orange colors will harmonize with them. 

A beautiful color for cars will be found in golden ocher, 
an earthy pigment of great durability. Light and dark 
red may be used for the striping colors, or light and dark 
green, and black fine lines. Milan green, as well as its 
tints with white, is another good color; it has great body 
or covering power, and will give good satisfaction in 
coloring. Gold striping or its imitation, and red fine 
lines will best match it in its purity. 

Gold lettering shows off nicely on green, and this 
should be shaded in vermilion and carmine, or in light 
green with white lights. 

- Lake colors appear well, but it is not advisable to use 
the pure lake, as it is fugitive,.no matter how mixed. 


AMERICAN RAILROAD J OU RNAL. 





Take Indian red or Tuscan red to fens a solid saith: 
then glaze over with carmine or Munich lake. Green 
striping will look well, but gold is preferable. Gold will 
harmonize with almost any color, but its expense is one 
of the drawbacks to its extensive use. 

Paris green isa poor color. It is difficult to either mix 
or apply, and its use is now almost obsolete. It may be 
used however to the best advantage by mixing as follows : 
Mix one pound of dry color with one part japan gold-size, 
two parts rubbing varnish, and three parts raw oil; add 
one ounce of sugar of lead, well pulverized, and grind fine 
in the mill. The ground for Paris green must be solid, 
for the color is transparent. 

In closing my essay on colors, I must call particular 
attention to the fact that the painter should not use any 
great number of colors on one job; a few well-selected 
ones will give a better result. It is only the backwoods- 
man or the Southern darkey who would be pleased to see 
a dozen flashy colors in combination. The best effects 
for the average eye is that of harmony by analogy—one 
color with its several tints and shades—or, in other words, 
monochromatic. However, the street car painter may be 
allowed a little more freedom, for his vehicle should be a 
prominent one among those which crowd a city street, 
yet it should be neat and, above all things, be lettered 
plainly and well, that the stranger may know at a glance 
if he shall board it to reach a desired location or not. 

THE END. 
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Corrected Returns from Boston. . 





A SUBSCRIBER residing in Boston does us the kindness 
to correct certain figures published in a_ recent 
number, to show the magnitude of the street car system 
in Boston. The following statement follows that of the 
railway commisssioners of Massachusetts, and is the re- 
turns from September 30, 1882: 


Cars Men 


Used. Employed. 

MORUROMMAELRURIUO. to). i255. 20. IE Bs 357 1,433 
Raa ENG 635-0055 ny. Rak v oie's do ws ae da Seed ae 162 554 
PRIMED As IY OO. Sot i doo daist sos. ioe eaeeae 94 335 
en Bee SE EES eS we ae en 83 306 
SR ME AMER ei oi cshe oth Ra seiew' bd Coeagie qu aniee 78 244 
ee cee oie | Sk Gs Sa ne 48 181 
Charlies River Railway Co. oo. onc ci ijn ics e cine vieconee 10 35 
jo RON ES Peer Cee Tae TPT ee 832 3,148 


Our correspondent adds that there has been some in- 
crease in cars and men during the past year. 
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EXPLANATIONS of the workings of a new plan for eleva- 
ted railroads have just been made before the Rapid Tran- 


| sit Commissioners by L. J. Wing, of No. 50 Cliff street, 


New York. In this scheme the cars are suspended below 
an elevated superstructure, and are moved by an endless 
wire cable. The bottom of the car will be twelve feet 
above the surface of the street, or on a level with the 
second floors of ordinary buildings. It is proposed to 
have no stations in the street, but to provide, waiting- 
rooms in the second stories of buildings. People will 
enter the car by a door in the center, which will open on 
slides just opposite the station platform when the car 
stops. By this feature ‘it is claimed that there can be no 
obstruction to light and air, and no inconvenience to pas- 
sengers who do not wish to climb higher v= weds mes 
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TRAMWAY NOTES. 





MR. SHERMAN, of the Chicago Elevated Passenger and 
Automatic Mining Railways, says that the chief claim of 
superiority in his system of road is cheapness of con- 
struction. Not more than 1,200 tons of iron are required 
per mile on any city street, the cost being about $74,000. 


No cross ties are used, the rails being laid on wooden | 


cushions inserted in channel iron stringers twenty-four 


feet above ground. The cars run between the rails, and | 


are supported by trucks placed above the windows. The 
propelling power is applied either by an endless cable un- 
derneath the car, or by an electric wire suspended just 
_ above the car roofs. When empty, the car is two-thirds 
heavier at the top than at the bottom, but when weighted 
with passengers, it is nearly balanced. The leverage of 
the wheels and the resistance of the atmosphere are there- 
fore equally divided. The car wheels are double flanged 
and have oscillating axles, which prevent friction at 
curves in the rails. It is claimed that, in case of accident, 
the car cannot leave the track. A few weeks ago Mr. Sher- 
man received a letter from James Gamble, No. 2 Wall 
street, New York, asking for estimates of the cost of con- 
struction for an elevated railroad in this city and fora 
road from Boston and Hartford to New York, Jersey City, 
Trenton, Philadelphia, Baltimore and Washington, to 
connect these places with Harrisburg, Pittsburg, Wheel- 
ing, Cincinnati, Chicago and St. Louis. Charles W. 
Tankersley is named as the promoter of the scheme. 

THE London 
Sheldon, who more than half a century ago had a large 
share in instituting regularity of communication between 
England and Scotland by means of stage coaches. De- 
ceased was born at Kendal, Cumberland, in 1803. After 
a long connection with the coaching traffic, during which 
he personally took charge of the coaches from Birming- 
ham to Carlisle, etc., he removed to London, and upon the 
advent of railways, devoted his energies to the develop- 
ment of urban passenger traffic. In connection with the 
London Omnibus Company, he soon established an excel- 
lent and cheap omnibus service. He also joined the no- 
torious George Francis Train in building and working the 
first tramway in London. He disapproved, however, of 
the raised rail, and this eventually wrecked Train’s ex- 
periment. Subsequently, Mr. Sheldon went abroad, and, 
with the assistance of his son, built and set in working 
order tramways in Brussels, Copenhagen, Madrid, Geneva, 
Bucharest, and Bremen. These were very successful, and 
the tramway question again came upin England. De- 
ceased was associated with the companies which built the 
Glasgow, Aberdeen, and other tramways: He was an ad- 
vocate of the system of light steam tramways for the 
development of country districts. Mr. Sheldon, who was 
a member of the Society of Friends, was known privately 
for his practical benevolence. 


THE proposed route of the Lexington avenue cable 
railway, this city, is that it start in Harlem and run ina 
straight line down the surface of Lexington avenue to and 
through Irving place.” After crossing Fourteenth street 
it will cut through private property to Lafayette place. 
At Great Jones street the surface line will end, and an in- 
clined plane will lead through two blocks of private 
property, becoming at Crosby street an elevated cable 
road. The elevated road will run down Crosby street, 
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and at Grand street will turn through private property to 
Elm street, from there turning through private property 
to a station, which will stand on the west side of the City 
Hall station of the present elevated road. The line will 
then cut through French’s Hotel and other private 
property to William street, continuing along William 
street to Wall street, where the elevated line will end. 
From Wall street the line will follow the surface along 
Beaver street to the front of Bowling Green, and make a 
circle around State and Whitehall streets to Beaver 
street. 


ON the evening of the fifth of January, a fire was dis- 
covered in a shed owned by the John Stephenson Com- 
pany, surface car builders, this city, and used for the 
storage and seasoning of lumber. The shed was fifty feet 
wide by forty feet deep, and was filled with valuable lum- 
ber, chiefly oak and maple. An overheated stove set fire 
to the lumber, which burned fiercely. It was nearly an 
hour before the flames were under control. The shed was 
entirely destroyed, together with much of the costly 
lumber stored in it. The loss is estimated at ten thou- 
sand dollars, which is only partly covered by insurance. 


THE railroad from Liege to Maestricht, says a Belgian 
paper, has obtained permission to put upon its track be- 
tween Liege and Vise small trains made up of cars of the 
ordinary horse car pattern. These trains stop between 
stations, and they are found to be a great convenience for 
the small villages along the route. The object of the 
company in inaugurating this system of conveyance was 
to prevent the establishment of a competing street car 
line. 


A BILL in equity has been filed in the United States 
Circuit Court by the Cable Railway Company against the 
Market street Cable Railway Company, Leland Stanford, 
Charles Crocker, Charles F. Crocker, W. V. Huntington, 
and Nicholas T. Smith, praying that the defendants be 
restrained from making and using any truck or dummy 
with a gripping device attached thereto embracing the 
invention of plaintiff, and that the same may be delivered 
and destroyed, etc. 


THE members of the American Society of Civil En- 
gineers, have inspected the cable system of cars on the 
Brooklyn bridge. Col. Paine explained his grip in full, 
and the members expressed themselves as being much 
pleased with it. 


LUMINOUS paint has been applied to harness with de- 
sirable results. At night the position of the horse is 
clearly indicated, and it does not appear that the animal 
is alarmed in the slightest by his bright equipment. 


In the Court of Special Sessions New York, recently, 
a man was found guilty of a misdemeanor in throwing 
snow and ice on the tracks of the Christopher and Tenth 
street Railroad and fined twenty-five dollars. 


PRESIDENT C. B. HOLMES, of the Chicago Cable Road, 
states that after the heavy snow the cable road in that 
city. worked perfectly, while on the horse roads there was 
much trouble and delay. . 


Dr. JOHN C. PETERS, in an article published in the 
New York Medical Fourna/, says that “ pink eye” is self- 
limited ordinarily, so that palliative treatment is all that 


is required. 
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List of Recent Patents for Inventions Relating to 
Tramways. 


[Articles describing the more important of these follow this list.] 


BEARING DATE DECEMBER 4, 1883. 


289,375. TRACE-FASTENER: William L. Beach, Webster City, Iowa. 
Filed Sept. 21, 1883. 

289,402. HORSESHOE; Isaac Fenno, Boston, Mass. Filed Jan. 29, 1883. 

289,403} HARNESS-TRACE: George Shattuck Gates, Athol, Mass. Filed 
Sept. 5, 1883. 

289,406. APPARATUS FOR CHECKING AND CONTROLLING 
HORSES: Henry Gottheimer, Brooklyn, N. Y. Filed Aug. 13, 1883. 
289,452. BRIDLE-BIT: E. Eugene Sargeant, Newark, N. J. Filed Sept. 

25, 1883. 

289,504. HORSESHOE: Daniel Crane, Seneca Falls, N. Y. Filed June 
30, 1883. 

289,519. TRACE-SUPPORTER: George F. Eberhard, Cleveland, and 
John E. Renz, Medina, Ohio. Filed Aug. 8, 1883. 

289,527; GRIP OR CLUTCH TO BE USED ON ENDLESS-CABLE 
WAYS: William A. Gilday and Thomas M. Heckman, Philadelphia, Pa. 
Filed Sept. 7, 1883. 

289,563. TRACTION-ROPE RAILWAY: John H. Robertson, New York, 
N. Y. Filed May 23, 1883. 


BEARING DATE DECEMBER I1, 1883. 


289,904. MOVING STREET-CARS ON CURVES: Noble Andrew Fish- 
er, Sacramento, Cal. Filed Dec. 28, 1882. 

290,003. CABLE-GRIP APPARATUS: Henry Dods and Frank Hindes, 
Virginia City, Nev. Filed Oct. 16, 1883. 

290,091. HORSESHOE: Joseph Nester, Wapakoneta, Ohio. Filed Oct. 
30, 1883. 

290,096. BOOT FOR HORSES: James O’Brien, New York, N. Y. Filed 
Oct. 12, 1883. 


BEARING DATE DECEMBER 18, 1883. 

290,198. HORSE-BLANKET FASTENER: Alexander F. Armstrong, 
Edinburg, and Milo K. Waite, Northville, N. Y.; said Waite assignor to 
Lewis Balch, Albany, N. Y. Filed June 13, 1883. 

290,263. HORSE-BRUSHING MACHINE: Ellis Pennington, Philadel- 
phia, Pa. Filed Oct. 20, 1882. 

290,591. HAY-CARRIER: William Louden, Fairfield, lowa. Filed Sept. 
15, 1883. 


BEARING DATE DECEMBER 25, 1883. 


290,661. HAME AND COLLAR FASTENER: John F. Becker, Ward, 
Minn. Filed June 19, 1883. 

290,673. HORSE-COLLAR FASTENER: William L. Fries, Milton, Pa. 
Filed Oct. 3, 1883. ; 

290,707. CABLE-RAILWAY APPARATUS: Charles W. Rasmusen, 
Chicago, Ill. Filed April 23, 1883. 

290,803. BRIDLE-BIT: Conrad Scherling, Guttenberg, Iowa. Filed Oct. 
23, 1883. 

290,826. COMBINED BRIDLE AND HALTER: Merritt F. White and 
David G. Sheridan, Bridgeport, Conn. Filed Jan. 23, 1883. 

290,859. BRIDLE-BIT: Clarence A. Chandler, East Bridgewater, Mass. 
Filed April 6, 1883. 
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Advertising Device for Cars. 





AN invention relating to improvements in display cards 
for street cars has been patented. by Ernest Kitz, of In- 
dianapolis. Its object is to provide a canvas belt to move 
on pulleys, with mechanical arrangements for moving the 
same, and thus bringing into view alternately the various 
signs, cards, or notices printed thereon. The precise 
means by which this is done are hereafter detailed, so far 
as is practicable without the use of cuts. 

The device is attached to the car. A chain wheel is 
mounted on the axle of one of the car wheels, with 
sprockets to receive the links of an endless chain, by 
means of which, power is communicated to a chain wheel 
mounted on a shaft, and attached by means of hangers to 
the bottom of the car, and provided with a bevel cog- 
wheel to engage with a bevel cog-wheel mounted on an 
upright shaft, supported at each end by means of journaled 


_ boxes to tae side of the car, said upright shaft extending 
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upward to the place of display, and these provided with a 
flange pulley, around which a belt of canvas passes, which 
belt, extending to the opposite end of the car, revolves on 
an adjustable pulley. This adjustable pulley is attached 
to the car and pivoted at two points to a sliding frame, 
which slides transversely between two bars, and is pro- 
vided with an adjusting screw, which is provided with a 
stationary nut and handle, by means of which the adjust- 
able pulley before mentioned is adjustable to the length 
of the canvas belt. The chain wheel mounted on the 
axle of the car wheel is constructed in halves, with flanged 
ears to receive bolts, by means of which the halves are 
united into a complete wheel. 

The canvas belt being supplied with the desired display’ 
cards, and stretched over the flanged pulley and the ad- 
justable pulley, and brought to a proper tension by means 
of the adjustable screw provided in the device, the oper- 
ation of the improvement is as follows: The car being in 
motion, the axle supporting the chain wheel revolves, im- 
parting motion to the endless chain, and thus operating 
the chain wheel. This chain wheel being mounted on the 
shaft attached to the bottom of the car, turns the bevel 
wheel which engages with that bevel wheel mounted on 
the upright shaft, thus imparting motion to the pulley on 
which the canvas belt revolves. The effect of this is to 
bring into the view of persons both inside and outside the 
car, such signs, cards or notices as are alternately attached 
to the canvas belt. 

This ingenious manner of multiplying the value of 
street cars as an advertising medium, will be more fully 
explained by the inventor, to those who apply to him for 
the information. Its object certainly commends it to 
attention in these days of multiform ways of making busi- 
ness announcements. 


THE Industrial Publication Company, of New York, 
have just published a pamphlet entitled, “ How to Be- 
come a Good Mechanic.” Written by “An Old Appren- 
tice,” it is a practical guide to mechanics who love knowl- 
edge, and who wish to acquire those branches which will 
be of the greatest use tothem. The little book is per- 
vaded with good sense, and has “character.” Its writer 
is dogmatic and straightforward to a degree which 
fastidious people might call rude, but we-are not at all 
disposed to quarrel with qualities which superadd to the 
essential interest of this little work. Most readable and 
of great practical value, we recommend “ How to Become 
a Good Mechanic” without reserve. While encouraging 
and likely to be of great service to the class of persons 
for whom it was written, nobody can read it without 
profit, not to say entertainment. 


VoL. XI of the Washington Law Reporter, is com- 
pleted with the issue of December 29, 1883. Its editor, 
George B. Corkhill, gives his brother lawyers, in this 
weekly publication, a well selected array of various im- 
portant legal decisions, made in many courts. 

OuR enterprising contemporary, The Free Press, of 
London, Canada, is advertised, among other, ways, by an 
excellently printed and illustrated office calendar for 1884. 
This is one of the most desirable things of the kind we 
have seen. 


Go into the country to hear what is the news in town. 
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IMPORTANT TO INVENTORS. 


Tus department of the AmericAN RAILROAD JouRNAL 1s devoted to 
descriptions of the many and interesting New Inventions applicable to rail- 
roads, and in order to make it as complete as possible, inventors whose im- 
provements properly come under this description, are invited to send us a de- 
tailed account of the same. This should consist of facts only, presented in 
clear and concise language, written only on one side of the paper, and the 
sheets numbered consecutively. In all cases in which it is desirable and 
practicable, the written description should be accompanied by a cut or cuts 
illustrating the invention. This or these should be marked distinctly on 
the bottom, with the name and address of the sender. All cuts received 
are preserved at this office, or returned, if desired, to the person sending 
them tous foruse. As we have an engraving department we are prepared to 
make cuts, and furnish estimates of our charges for the same to those persons 
who write us for such particulars. That we may estimate exactly and 
without delay, it is necessary that we have sent to us, a photograph of the 
Model and a copy of the Specifications. 


The reader of course understands that the editors reserve their inalien- 
able rights to decide what “‘ copy”’ they shall use, what changes shall be 
made in if, if any, and when they shall use it; but they guarantee the im- 


partial consideration of every description sent them. 
Descriptive articles relating to Tramways will be placed in that 


department. 





List of Patents for Inventions Relating to Railways. 


BEARING DATE DECEMBER 4, 1883. 


RAILROAD SWITCH AND FROG: Henry Berlin, Pittsburgh, 
Filed July 


289,377- 
Pa., assignor to himself and Frederick Austin, same place. 
18, 1883. 

289,379. TRACK-BOLT LOCK: D. Franklin Blighton, Buffalo, N. Y. 
Filed May 19, 1883. 

289,385. RAILWAY-SIGNAL : 
Filed June 14, 1883. 


George F. Carlile, Bloomington, II. 


289,399. CAR-COUPLING: Charles Bell Emerson, Lynn, Mass. Filed 
Sept. 25, 1883. 

289,407. CAR-COUPLING: Richard. E. Gray, Williamsport, Pa. Filed 
Dec. 8, 1882. 

289,431. BRAKE-BEAM: A. H. McAlpine, Columbus, Ohio. Filed Aug. 
24, 1883. 

289,445. GRAIN-CAR DOOR: Francis Pond, Hinsdale, assignor to him- 


self and W. M. Pond, Chicago, Ill. Filed Aug. 2, 1883. 

289,465. RAILWAY-RAIL JOINT: Sol. F. Stever, Fairfield, lowa. Filed 
Dec. 29, 1882. 

289,474. CAR-BRAKE: Byron Van Wie and John Taylor, Troy, N. Y. 
Filed April 12, 1883. 

289,529. CAR-COUPLING: Aaron B. Groff and Ambrose E. Strayer. 
Lilleyville, Pa., assignors of one-third to Oliver C. Groff, same place. 
Filed June 12. 1883. 

289,530. COUPLING-LINK FOR RAILWAY-CARS: Allen Hackett, La 
Grange, Me. Filed Sept. 29, 1883. 

289,611. CAR-COUPLING: Levi Isaac Bodenhamer, Kernersville, and 
William Edward Ashley, Raleigh, N. C.; said Ashley assignor of one- 
half of his right to said Bodenhamer. Filed Sept. 12, 1883. 

289,614. CAR-PLATFORM: William Fuller Brown and Charles Lenard 
Haight, Poughkeepsie, N.Y. Filed Sept. 8, 1883. 

289,617. CAR-COUPLING: Adoniram Judson Chapel, Arkansas City, 
Kans. Filed Oct. 1, 1883. 

289,628. RAILROAD-RAIL: William M. Dayton, Waupaca, Wis., assign- 
or to himself and Winfield S. Bemis, same place. Filed May 31, 1883. 
289,633. RAILWAY-SWITCH STAND: Henry Elliot, St. Louis, Mo. 

Filed June 7, 1883. 


289,657. CAR-STOVE EXTINGUISHER: Christ Hittinger, Dayton, 
Ohio. Filed Aug. 15, 1883. 
289,677. RAILROAD-SWITCH: George McCall, Philadelphia, Pa. 


Filed June 5, 1883. 

289,681. CAR-COUPLING: John K. McLeod, London, Ontario, Canada. 
Filed Sept. 19, 1883. 

289,705. LOCOMOTIVE COW-CATCHER: William Phillips, Marsh- 
filed, Oreg. Filed May 9, 1883. 

289,712. CAR-WHEEL: David William Reese, Canal Dover, Ohio. Filed 
Oct. 4, 1883. ’ 

289,713. CAR-WHEEL: David William Reese, Canal Dover, Ohio. Filed 
Oct. 2, 1883. 








289,726. SAFETY-GATE FOR CAR-PLATFORMS: Edwin L. Tevis, 
Philadelphia, Pa., assignor of seven-tenths to James N. Whelen, same 
place. Filed Oct. 18, 1883. 

289,729. CAR COUPLING: William H. Thurmond, Forsyth, Ga. 
Sept. 25, 1883. 

289,739. AUTOMATIC SWITCH -SIGNAL: Algernon L. Wilkinson, 
Huntsville, Ala. Filed June 23, 1883. 

289,741. METHOD OF CASTING CAR-WHEELS: William Wilming- 
ton, Toledo, Ohio. Filed Oct. 20, 1883. 

289,770. RAILWAY-BRIDGE INDICATOR: Elam A. Gross, Camden, 
N. J.. Filed July 6, 1883. 

289,782. CAR-COUPLING: Frederick H. Rudd, Hebron, Nebr. 
Oct. 6, 1883. 


Filed 


Filed 


BEARING DATE DECEMBER 11, 1883. 


289,806. RAILROAD-TIE: Thomas J. Bronson and Alexander Arm- 
strong, Jacksonville, Ill. Filed July 20, 1883. 

189,827. RAILWAY SIGNAL APPARATUS: Qscar Gassett, Boston, 
Mass. Filed Aug. 6, 1883. 

289,852. CAR-COUPLING: Alfred T. Odell and John H. Cordell, Mar- 
shall, Mo. Filed Oct. 17, 1883. 

289,866. SAFETY-BRIDGE FOR RAILWAY-CARS: Alphonso B. 
Smith, San Francisco, Cal., assignor to Solon Pattee, same place. Filed 
April 18, 1883. 

289,895. ELECTRIC LOCOMOTIVE-ENGINE: Leo Daft, Greenville, 
N. J. Filed March 27, 1883. 

289,896. ELECTRO-MAGNETIC BRAKE: Leo Daft, Greenville, N. J. 
Filed March 27, 1883. 

289,897, CONDUCTOR FOR ELECTRIC RAILWAYS: Leo Daft, 
Greenville, N. J. Filed June 14, 1883. 

289,898. CAR-COUPLING: James T. Dalton, Central Falls, R. I. 
Oct. 3, 1882. 

289,921. CAR-BRAKE: Hugh McCalip and Marshall M. Nye, Crawfords- 
ville, Ind. Filed Aug. 23, 1883. 

289,934. CAR-AXLE BOX: Fabian J. Roberts, Detroit, Mich., assignor 
of one-fourth to Henry A. Weber, same place. Filed Oct. 10, 1883. 

289,953: AUTOMATIC RAILWAY-SIGNAL: Theophilus Arndt, Florin, 
assignor of one-half to Henry H. Heise, Columbia, Pa. Filed June 11, 
1883. 


Filed 


289,970. CAR-BRAKE: William Brumble, Baltimore, Md. Filed Oct. 10, 
1883. 
289,9777 _REFRIGERATING-CAR: Warren A. Chase, Boston, Mass. 


Filed Sept. 29, 1883. 

289,982. CAR-BRAKE: William Clayton, St. Louis, Mo. 
1883. 

289,985. CAR-COUPLING: David Pitkin Cory, Consecon, Ontario, Can- 
ada, assignor of one-half to Charles H. Osborne, Chicago, Ill. Filed 
July 2, 1883. : 

290,005. CAR-COUPLING: Michael J. Dougherty, Carbondale, Pa., as- 
signor of one-half to John Burnett and Edward McHale, both of same 
place. Filed Oct. 3, 1883. 

290,011. SPIKE-EXTRACTOR: John Ebbert, Rockaway Beach, N. Y., 
assignor to Philip A. Hall, Chicago, Ill. Filed May 5, 1883. 

290,12. DEVICE FOR INCREASING THE TRACTION OF LOCO- 
MOTIVES: Joseph Elder, Peoria, Ill. Filed Oct. 5, 1883. 

290,041. VENTILATOR: David Groesbeck, New York, N. Y. Filed Oct. 
5, 1881. 

290,060. CAR-COUPLING: Dorsey P. Kahl, Lineville, Pa. 
10, 1883. 

290,086. CAR-COUPLING: Phineas E. Merrihew, Fairhaven, and Mel- 
ville C. Poland and Edward F. Poland, Boston, Mass.; said Poland and 
Poland assignors to said Merrihew. Filed March 1, 1883. 

290,097 CAR-COUPLING: Timothy C. O’Donovan, Walker’s Mills, Pa. 
Filed June 28, 1883. 

290,189. RAILWAY-CHAIR: August Ernst Mersiowsky, Myersdale, Pa., 
assignor of one-half to Nicholas Diedrich, Bloomington, Ill. Filed July 
26, 1883. 

290,194. SAFETY-SWITCH STAND: Geo. W. Horne, New York, N. Y. 
Filed June 12, 1883. 


Filed Aug. 24, 


Filed April 


BEARING DATE DECEMBER 18, 1883. 


290,209. RAILROAD-CHAIR: William P. Comstock, Jr., Pawtucket, R. 
I. Filed May 7, 1883. 

290,241. DRAW-GEAR FOR RAILWAY-CARS: George Josephus John- 
son and Eugene Howell Thomas, La Crosse, Wis. Filed Aug. 2, 1883. 
290,243. CAR-COUPLING: John Rutherford Kirksey, Dysartville, N.C. 

Filed April 21, 1883. 
290,269. AIR-BRAKE FOR CARS AND LOCOMOTIVES: Patrick 
Reilly, Mattoon, Ill. Filed Oct. t9, 1883. 
290,276. CAR-COUPLING; Henry L, Shireman, Nazareth, Pa, Filed 
Sept. 27, 1883. — 











































































Se ee ate ete = seme ceili le ingen ce te 














422 _AMERICAN RAILROAD JOURNAL. 








290,298. DUMPING-CAR: George J. Wheelock, Oakland, assignor of 
one-half to Napoleon Beauregard, San Francisco, Cal. Filed Sept. 28, 
1883. 

290,317, CAR-COUPLING: Clark E. Carr, Galesburg, Ill. Filed Oct. 5, 
1883. 

290,324. REFRIGERATOR-CAR: Theodore N. Ely and John W. Cloud, 
Altoona, Pa.,and Edward B. Wall, Columbus, Ohio. Filed July 24, 
1883. 

290,330. CAR-COUPLING: Monroe Hunter, Attica, Ind. Filed July 12, 
1883. 

290,338. ELECTRIC RAILWAY-SIGNAL: George S. Maxwell, Louis- 
ville, Ky., assignor of one-half to Charles Knight Caron, same place. 
Filed Sept. 13, 1883. 

290,344. ATTACHMENT FOR CAR-SEATS: Presley W. Morris, Rit- 
chie Court House, W. Va. Filed Aug. 14, 1883. 

290,356. CAR-BRAKE HANGER: John Rhoads, Philadelphia, Pa. Filed 
Oct. 25. 1883. 

290,379. CAR-BRAKE: Lafayette Wilkerson, Scipio, Ind. Filed Oct. 31, 
1883. 

290,388. SIGNAL APPARATUS FOR RAILWAYS: Melville Cox Brag- 
don, Newton Highlands, Mass. Filed July 10, 1883. 

290,391. TORPEDO-HOLDING ATTACHMENT FOR RAILWAY 
DANGER-SIGNALS: James A. Bonnell, New York, N. Y., assignor to 
the National Interlocking Switch and Signal Company, same place. Filed 
Feb. 9, 1883. 


290,434. CAR-WHEEL: Adam Keil, Monongahela City, Pa. Filed Sept. 
29, 1883. 

290,452. CAR-COUPLING: Marcellus H. Merrill, New Lebanon Center, 
N. Y. Filed May 23, 1883. 

290,516. PLATFORM FOR RAILROAD-CARS: Samuel M. Beery, 
Omaha, Nebr., assignor to himself and Isaac Mason Smith, same place. 
Filed Oct. 22, 1883. 

290,518. CAR-WHEEL: Henry M. Boies, Scranton, Pa. Filed Oct. 10, 
1883. 

290,540. CAR-SIGNAL: George H. Cormack, Rockford, Ill. Filed June 
4, 1883. 

290,541. RAILROAD-CROSSING: John C. Coulter, Chesterton, Ind. 
Filed July 27, 1883. 

290,542. LOCOMOTIVE-BOILER: Chas. B. Coventry, Chicago, Il. 
Filed Nov. 7, 1883. 

290,562. DEVICE FOR OPERATING STATION-INDICATORS: Sam- 
uel Forrester, Allegheny, Pa. Filed July 27, 1883. 

290,569. CAR-COUPLING: Andrew J. George, Pulaski, and Thomas B. 
Turpin, Bloomfield, lowa. Filed May 2g, 1883. 

290,582. CAR-SPRING: Chas. C. Hebbard, Knoxville, Tenn. Filed Oct. 
13, 1883. 

290,588. CAR-BRAKE: Alfred A. Lambrigger, Big Horn, Wyo. Filed 
May 4, 1883. 

290,600. REFRIGERATING-CAR: Cassius C. Palmer, New York, N. Y. 
Filed Aug. 15, 1883. 

290,602. RAILWAY-TELEGRAPH: William D. C. Pattyson, Marlbor- 
ough, Mass., assignor of two-thirds to Horace S. Crowell and Edmund 
E. Bond, both of same place. Filed Jan. 22, 1883. 

290,656. CAR COUPLING: Martin E. Swart, Denver, Coio. Filed Mar. 
7, 1883. 


BEARING DATE DECEMBER 25, 1883. 


290,689. ELECTRO-MAGNETIC CAR-BRAKE: Richard Kampfe, 
Brooklyn, N. Y. Filed Sept. 14, 1882. 

290,690. SEAL-LOCK FOR CAR-DOORS: Virgil A. Krepps, New York, 
N. Y. Filed Feb. 24, 1883. 

290,703. RAILWAY HAND-CAR: John C. Perkins, Kalamazoo, Mich., 
assignor to George W. Miller and Horace G. Haines, both of same place. 
Filed Oct. 25, 1883. 

290,710, VENTILATING CARS: Wm. Scott, Malden, Mass. Filed Mar. 
13, 1883. 

290,712. NUT-LOCK: Sumner Shaw, Boston, Mass. - Filed May 2, 1883. 

290,718. AUTOMATIC LOCOMOTIVE-WHISTLE ATTACHMENT: 
Jacob W. Strickle and Harry W. Manning, Huntsville, Ala. Fiied Sept. 
8, 1883. 

299,720. CAR-STARTER: John A. True and Ebenezer Smith, Newbury- 
port, Mass. Filed May 17, 1883. 

290,723, AUTOMATIC CAR-BRAKE: Hanson S, Webster, Glensdale, 
assignor of two-thirds to John E. Mulford, New York, and Mortimer G. 
Lewis, Lowville, N. Y. Filed April 18, 1883. 

290,746. SAFETY-FENDER FOR CARS: Patrick H. Cooney, San Fran- 
cisco, Cal, Filed Sept. 11, 1883. 

290,766. TIME-SIGNAL AND TRAIN-INDICATOR: Robert P. Gar- 

“sed, Norristown, Pa. Filed Sept. 20, 1883. 

290,770. RAILROAD-GUARD: Samuel Jefferson Gray, Fort Gratiot, 
Mich. Filed Sept. 19, 1883. 

290,790. NUT-LOCK; Martin J. Nerney, Green Island,N, Y. Filed Nov, 
3, 1883. 





290,793. CROSS-TIE AND FASTENING FOR RAILROAD-RAILS: 
Lyman O. Orton, Philadelphia, Pa., assignor of one-fourth to Richard 
M. Popham, same place. Filed June 14, 1883. 

290,842. RAILROAD-SIGNAL: Jonathan L. Booth, Rochester, N. Y. 
Filed March 23, 1883. 

290,916. NUT-LOCK: Thomas M. O’Malley, Bellaire, Ohio, assignor of 
two-thirds to Arthur Gilmartin and John Deegan, both of same place. 
Filed Sept. 12, 1882. 

290,924. CYLINDER-COCK STEAM-ESCAPE: John Harrson Porter, 
Jackson, Mich., assignor of one-half to John W. Twiggs, same place. 
Filed Oct. 26, 1883. 

290,937: JOURNAL-LUBRICATOR: Martin L. Senderling, Jersey City, 
N. J. Filed Jan. 12, 1882. 

290,938. CAR-AXLE: Francis P. Smith, Boston, Mass. Filed Oct. 15, 
1883. 

290,957. CAR-STEP: Horace S. Wolfe, Kalamazoo, Mich., assignor of 
three-fourths to William H. McCourtie and Chester Kellogg, same place. 
Filed May 26, 1883. 

290,987. CAR-AXLE LUBRICATOR: Lyman D. Howard and Albert 
Chance, Philadelphia, Pa., assignors to the American Lubricating Com- 
pany of New Jersey. Filed Sept. 21, 1882. 

291,006. CAR-AXLE BOX: Peter Sweeney, New York, N. Y., assignor to 
James Augustus Hamilton, same place, individually and as trustee. Filed 
July 5, 1883. rs 


King’s Express Card-Holder. 


THE inventor of the device illustrated in the accompa- 
nying cuts, is Dr. Fred King, of Atlanta, Georgia, who is 
also the patentee and owner of the same. 

The directions for using the holder are very simple. 
On one side of the card is printed the address of the con- 
signee, on the other, that of the consignor. The former 
on receiving the package reverses and re-inserts the card 
when it is ready for re-shipment. The body of the holder 
is made of malleable iron, while the face or covering over 
the name is of transparent mica. Hence the holder is 
indestructible. ; 





(No. 2.) 


No. 2 is for use on freight cars, doing away with way- 
bills, freight slips, etc.. No.1 costs eight and a half cents 
each ; No. 2 about thirteen cents each. When, No. 2 being 
in use, the card is reversed, it is marked or addressed back 
to the road to which it belongs. Dr. King’s invention, 
simple as it is useful, needs no further description than 
that conveyed by the cuts. We may add that the express 
companies give it their unsolicited indorsement. 





ee 
A CORRESPONDENT writing to an exchange, asks, “ Why 
don’t some of our mechanical geniuses invent an auto- 
matic mechanical firing machine?” 








New Sand Guard for Railways. 





T. W. STAPLETON, of Portland, Oregon, is the inventor 
of the ingenious appliance described in the following par- 
agraph. He was foreman ona Western railroad for sev- 
eral years, and when acting in that. capacity, devised his 
guard to prevent the sand which is carried along by the 
wind from accumulating on the track. He tested it 
thoroughly on the road where he was employed, but not 
in as perfect manner as that patented, because he was 
anxious to secure his patent before he would apply it as 
patented, lest he might lose the benefit of his invention. 
The great advantage derived from its use is that the 
stronger the wind blows the more sand will it remove 
from the sand hill, and in case there is little sand to be 
removed it will insure a clear track at all times, at a very 
slight cost of labor. The cost of applying the guard is 
nominal, and it will last a great number of years. 
claimed that one man can do more work with this ap- 
pliance than a hundred could do without it. The patentee 
has assigned his invention to John G. McBride, Port- 
land, Oregon. 

Briefly described, it consists of a series of boards pivo- 
ted at the sides of the track and supporting other boards, 
under which the wind passes, sweeping over the track and 
carrying the sand along with it. The rails are spiked to 
ties, placed the usual distance apart, which rest on longi- 
tudinal beams supported on sleepers that are embedded 
in the ground, which must consist of gravel or some other 
earth that cannot be blown away. At the ends of some 
of the ties are loops for receiving hooks on the ends of 
boards, the free ends of which rest on rails placed at the 
side of the track and parallel with it. These rails rest on 
horses placed at right angles to the track, and at the ends 
are provided with downwardly projecting pins, one of 
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which is on each side of the top piece of a horse. On 
these rails are boards hinged to the ties or fastened in any 
suitable manner. The free ends of the boards may rest 
on the ground, instead of on the rails supported by the 
horses. In sand storms the sand gathers in ridges on 
each side of the track, encroaches on the track, and finally 
stops travel. The horses are then placed on top of the 
ridges, and are pressed down until they have a firm bear- 
ing, when the rails and boards are placed on them, the 
latter having their outer edges a certain distance above 
the sand. The boards are so arranged that their outer 
edges will be toward the direction from which the 
sand blows.. The wind passes under the boards, and is 
conducted to the other side of the track, carrying the 
sand with it. .The boards need only be large enough to 
direct the current of wind so that it will have the desired 
effect, and they may be applied to either side of the track. 


sig wisn tla tae > we 


McCarthy’s Improved Railway Switch and Crossing. 





THIS invention relates to railway crossings and sidings. 
Its primary objects are first, to provide a siding or cross- 
ing without cutting the rails of the main track, and in the 
second place to provide an automatic siding whereby the 
train whether running upon the main track or the siding 
may pass the points of the junction without liability to de- 
railing. It was put into practical use in the New London 
Northern Railroad yard at Palmer, Massachusetts, before 
a patent was applied for, and has been in successful oper- 
ation for the past three months. The advantages claimed 
for it are, that it leaves the main track entire and unbro- 
ken, dispenses with the use of frogs and guard rails, there- 
by avoiding the causes which tend to loosen the wheels 
and allow them to run off the track after becoming loose. 
By its automatic working it is impossible to get a train off 
the track, whether the switch and crossings be set for the 
main or side track. The cost of manufacturing the entire 
device will be less than the cost of some frogs now in use. 
It is exceedingly durable, as the wheels do not come in 
contact with any part of it, except when moving it auto- 
matically from one position to another, or when using the 
siding. Should it be left wrong by mistake, or otherwise, 
no loss of life, or damage to rolling stock can occur, as the 
first passing train sets the track right again. It is claimed 
besides that by this new arrangement all jar and noise 
caused by trains passing through frogs, guard rails, and 


| switches are avoided, and that trains can be sent over the 





road at a greater rate of speed without fear of a loose 
wheel or of a loose guard rail letting it off at the frog. 

Further particulars can be procured from D. McCarthy, 
or P. J. O’Connor, of Norwich, Connecticut. 


—__——__—____— > - 


The Renouf Car Brake. 





THE Renouf Car Brake is constructed on the principle 
of using the momentum of the car as the braking power. 

George F. Renouf, Battle Creek, Michigan, the inven- 
tor, writes us that his brake is now in a shape to do its 
work on one or fifty cars, as it is applied to every car and 
is operated from the rear of the train, doing away with 
the danger of brakemen running over the train when it is 


_ covered with ice. Besides it is impossibleat such a time, 


in case of extreme necessity, for the men to set sufficient 
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brakes to prevent accident. As Mr. Renouf is a practi- 
cal railroad man, his opinion is entitled to weight, and 
when he claims for his brake that “it will do the work 
just as well as the air brake and is less likely to get out of 
order, is much less expensive, can be used on either pass- 
enger or freight cars, and furnishes its own power,” suf- 
ficient reasons are given why the ground on which these 
great advantages are claimed should be examined. 

The Renouf brake is geared from the axle, which oper- 
ates it when in gear. Accompanying is a picture which, 
as assisted by a copy of the claim, will make the new de- 
vice understood. The cut represents a longitudinal verti- 
cal sectional view of a car track, showing the new brake 
applied thereto. 














The invention is (1) the combination, with the truck of 
a car, of the dependent frame, having journaled therein a 
vertical shaft, the gearing for rotating said shaft, the loose 
sleeve mounted on said shaft and connected to the brake 
beam by a rope or chain, and the mechanism for throwing 
the said sleeve into and out of gear with the shaft ; (2) the 
combination, with the vertical shaft and the gearing for 
rotating the same, of the loose sleeve having a notched 
plate at its upper end, the guide plate secured to the shaft, 
the slotted plate having a lug at its lower side and an in- 
clined pin on its upper side, the slotted guide plate and 
the vertically reciprocating plate having an aperture set- 
ting over the pin, the spiral spring and flat spring, and the 
slide beveled at its lower edge. 


—_—_——— > a 


Improvement in Railroad Scales. 


JOHN L. MERRILL, Pottstown, Pennsylvania, has in- 
vented an improvement .in railroad scales, the object of 
which is to prevent the shocks that occur when a car is 
transferred from permanent rails to. those on the platform 
of railroad scales. : 

In Mr. Merrill's invention the mechanism of the plat- 
form of an ordinary railroad scale is contained within a 
pit bounded by a quadrangular frame work composed of 
substantial end and side beams. The platform carrying 
rails are in line with but are necessarily detached from 
the rails of the permanent track; and the platform itself 
is supported entirely by the mechanism which determines 
the weight of a car and its contents. In order that the 
proper action of the scales may always be assured, gaps 
are provided between the ends of the rails of the platform 
and the ends of the permanent rails. When a car is 
_ transferred from the rails of the permanent track to those 
of the platform, severe shocks must always occur at the 
time when the wheels cross the said gaps between the 
rails, and these shocks must necessarily have a deteriora- 
ting effect on the weighing mechanism beneath the plat- 
form. In order to obviate this evil, Mr. Merrill bridges 
the gaps by extending the rails of the platform beyond 
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the ends of the same, and beveling the extension to coin- 
cide with the beveled ends of the fixed rails. These pro- 
jecting ends of the rails are never in contact either with 
the fixed frame by which the pit is bounded, or with 
the permanent rails, because the beam of the frame, to 
which is secured the permanent rail, is cut away beneath 
the projecting beveled end of the platform rail, so that 
when the platform is slightly depressed on receiving a 
loaded car, there can be no fear of the projecting ends of 
the rails coming in contact with the fixed frame. There 
is also a space of a quarter of an inch, or thereabout, be- 
tween the beveled end of each platform rail and the 
beveled end of the adjoining fixed rail, so as to permit the 
slight longitudinal play of the platform which takes place 
when a car is transferred from the main rails to the plat- 
form rails. When the tread of a car wheel first comes 
into contact with the projecting end of the platform rail 
it is not free from contact with the permanent rail, and 
hence the transfer of a car from the permanent rails to 
those of the platform is accomplished without the shocks 
attending the transfer of the car on to the ordinary plat- 
form. In order to strengthen the projecting ends of the 
rail, Mr. Merrill secures to it a bar similar to an ordinary 
splicing bar; or there may be of such bars, one on 
each side of the rail. 


>—____——_- 


Ball’s Station Indicator. 


Tuis device, by Charles O. Ball, of Lowell, Massachu- 
setts, is designed to obviate the necessity of having the 
brakeman or conductor enter the car at every station to 
announce the same to passengers. : 

The exterior of the Ball Station Indicator consists of a 
case with a glass window or face large enough to exhibit 
the rf&me of one station at a time; the interior contains 
two rollers, with a small-gear at the end of each. These 
gears are rotated by coming in contact with a larger 
wheel, which in turn is rotated by means of a small ratch- 
et and pawl. A wire or cord is attached to the pawl, 


— Te oe 
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and passes through the car in a manner similar to the bell 
cord ; and is attached to the pawl of the indicator at the 
other end of the car, and also passes through the end of 
the car to the outside, to which may be affixed a handle 
or knob of any kind. Thus, by pulling the cord from 
either end of the car,.the names will both be changed at 
once without the necessity of entering the car. It may 
also be operated by a spring, if desired, which fact is 
stated in the specification. The names along the route 
are printed ona roll of tough paper or other material, and 
wound around the rollers. If acar goes back over the 
same route, all that will be necessary will be to move 
a small handle or pin, and the rollers will turn in the 

















opposite direction. After the wire has been pulled, it 
is brought back to its original position by means of a 
spring. If the car is to go over more than one rail 
road, the rollers containing the names can be removed, 
and others belonging to the new road substituted. The 
number of miles to the different places can be printed on 
the same slip with the names. As soon as the train leaves 
a station, the cord is to be pulled, and a small bell or gong 
is struck at the same time to attract the attention of pass- 
engers to the change of names, in order that they may 
have their small bundles and parcels ready to leave the 
car as soon as it stops. It may also be used to announce 
a change of cars. The advantages consist in changing 
the names in both ends of the car at once, and having 
but one cord pass through the car, and also in making 
no difference from which end of the car the cord is pulled. 
The interior parts can be made for three or four dollars, 
but the cost of the case would depend on its elaborateness. 
Further information may be obtained of the American 
Patent Agency, Nos. 188 and 190 Fifth Street, Cincinnati, 
Ohio, or of C. O. Ball, Lowell, Massachusetts. 
+> 


Railway Time Signal. 











EATHERTON & THOMPSON, Monticello, Piatt Co., IIls., 
are the patentees of an apparatus enabling fast trains to 
show a time-table at way stations and between stations ata 
long distance from each other. It consists of a clock dial 
divided into hours, minutes and seconds, and which has a 
time hand having a projection on its outer side near the 
end. A short shaft is journaled in a bearing at the top 
of an upright concentric with the clock dial, and an indi- 
cator hand is fastened upon the inner ends. A ratchet- 
wheel is fastened upon the outer end of the shaft, and is 
engaged by a pawl fastened upon the upright. The in- 
clination of the teeth allowing the shaft and hand to turn 
in the same direction as the clock hand, a pulley around 
which a cord is wound, turns loosely upon the shaft, and 
when turned in the direction of the clock hand, a spring 
pawl engages the teeth of a ratchet wheel and turns it. 
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When the ratchet wheel is revolved, the shaft and the in- 
dicator hand are turned until the latter strikes the pro- 
jection upon the hand, when it remains stationary, allow- 
ing the pulley and wheel to turn further around. One 
end of the cord is fastened to a coil spring, and its other 
end to a lever which is operated by a movable rail or press 
bar at the side of the road rail. This rail has two verti- 
cal perforations for two upright rods to project into; and 
around these are wound two spiral springs which rest 
upon the bar. frame and bar, with their upper ends against 
the under’side of the bar. 

When a train passes, the rail (or bar) is depressed, set- 
ting the mechanism, and the spiral spring causes the indi- 
cator to revolve with the rise of the bar striking on the 
projection of the time hand, correctly indicating the time 
the train moved off the bar. To indicate the direction 
in which a train passed; a card case is fastened upon the 
end of an arm, and the card used to denote the direction 
of the road, east, west, ete. The lewer end is fastened 
upon a crank, and has upon its either end another crank, 
which projects upward into a notch in the rail or bar, and 
is tilted by the flanges of the car wheels as they pass over 
it; which again tilts the arm and throws that card to view 
which. bears the direction of the train, 


> 


A New Nut Lock. 





RAILROAD. men in Troy, New York and vicinity are 
much interested in a new nut lock, the invention of Mr. 
J. Nerney, of Green Island, New York. It consists of a 
washer having on its outer face or surface, four raised 
lugs, to.form.a nut seat for any ordinary nut, said washer 
having besides on its periphery a series of cog teeth of an 
equilateral triangle shape, so closely ‘connected as to 
secure a lock at each short turn of the nut. The front 
end of the pawl is weighted and provided with a notch to 
fit approximately between the engaging ‘teeth of the 
washer, while the other or pivoted end of the pawl is 
riveted to the fish plate. When the-nut and washer are 
screwed home on the plate, the broad head of the rivet 
(after the pawl is dropped into place between the teeth of 
the washer), is hammered and impinged to the end of the 
pawl, thereby preventing the same from. rebounding out 
of place during the shock or vibration of passing trains. 
We are informed that the device described was placed on 
the Troy Union track, north of the depot, last April, and 
notwithstanding the fact that one-hundred and forty trains 
a day passed over it on a loose yielding tie, it has not per- 
mitted the nut toturn backward a single thread on the bolt. 
It has become absolutely cemented to the plate, and no 
shock or percussion of the wheels is sufficient to displace 
it. By the application of a wrench, however, and a slight 
turn of the nut forward, the lower engaging tooth starts 
the pawl upward, when the nut and washer may be in- 
stantly removed from the bolt. 


> 


THE railroad ticket press and holder for card tickets, 
invented by John Loudon, Big Rapids, Michigan, consists 
of a frame large enough to admit a bunch of card 
tickets, and just wide enough for the ticket, with a screw 
running the whole length of it with a plate, same as in the 
letter press, with a groove in it also at bottom of frame 
to admit of a string to go around the tickets. - 

















-Blanchard’s Speed Indicator. 














THE above cut illustrates a small but reliable piece of 
mechanism, designed to supply a long-felt want in our va- 
rious manufacturing establishments, viz.: something that 
would at all times show with certainty, whether the shaft- 
ing; machinery, engine, etc., is running at the proper 
speed. 

Manufacturers and mechanics well understand how de- 
sirable it is to have their machinery run at a certain speed, 
both for economy and effectiveness. 

The device consists of a small “Ball Governor” and 
dial, with suitable mechanism for moving the hand or 
pointer, according as the balls are lifted or lowered by the 
speed imparted to them by the shaft or machinery to 
which it may be belted. 

So long as the proper speed is maintained, the hand will 
point at O, but any deviation will instantly be shown by 
the hand moving to “fast” or “slow” as the case may be. 

Being portable, and needing but a small band to drive 
it, it can be put in any desired position and is always 
ready, like a clock, to show at a glance at just what speed 
the machinery is running. 

Manufacturers, engineers and overseers who have seen 
it, speak very highly of it, and several parties have or- 
dered a number of them, so as to place one in each room 
of their factories. It has been patented in the United 
States and Canada, and will no doubt meet with large and 
rapid sales. 

For further information, State rights, etc., interested 
parties can address the inventor, Thomas Blanchard, 
Stoughton, Massachusetts. é 


>. ——_—__-—_—_ 


New Improvement in “Block” Signaling. 


THE railway signal devised by George F. Carlile, of 
Bloomington, Illinois, upon which letters patent were is- 
sued from Washington December 4, 1883, is an invention 
of more than ordinary importance. Advantages claimed 
for it are simplicity and cheapness, durability and adapta- 
bility to all places where signals are used. In operating it, 


any kind of illuminating substance can be used, and the 
number of signals which can be displayed from one signal 
is unlimited, It provides that the light displayed does 
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not move, but is perfectly steady, being protected abso- 
lutely from the weather. Moreover, the glasses are pro- 
tected against dirt. Any number of tracks can be opera- 
ted by one signal. Day signals, by Mr. Carlile’s system, 
are made to stand either horizontally or perpendicularly, 
as may be desired. 

As indicated in the title of this article, the invention re- 
lates to that class of signaling devices known as the 
“block” system for governing the movement of trains, 
the road being divided into sections and the signal appa- 
ratus being so placed as to control each section in regular 
order. 

The apparatus is a combination, with an outer inclosing 
rectangular case, provided with transparent openings at 
the lower end and a cap and escape tube at the upper end, 
of a rectangular metallic flue arranged centrally on the 
inside of said case, this flue being provided with corres- 
ponding openings and forming a receptacle for a station- 
ary lamp, and square signal boxes arranged one within the 
other, inclosing the flue, and adapted to have a vertical 
movement on the interior of the above-mentioned inclo- 
sing rectangular case. Combined with this case are also 
signal boards adapted to have a vertical movement within 
it, and provided with the before-mentioned square signal 
boxes on their upper inner ends. The signal boards are 
adapted to project from the lower end of the inclosing 
case in a vertical plane, and the square signal boxes are 
secured to the interior upper ends of the signal boards 
and adapted to move simultaneously with them. These 
signal boxes are open at the top and bottom, and arranged 
to have an independent adjustment relative to each other 
for the purpose of displaying different signals. Comple- 
ting the apparatus are operating cords, cross bars, sheaves, 
and brackets necessary to operate the differently-colored 
signal boards in their relations with the signal boxes. 

Inquiries regarding his invention addressed to Mr. Car- 
lile, will be promptly answered. 
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Draw-Gear for Railway Cars. 





AN invention of George Josephus Johnson and Eugene 
Howell Thomas, of La Crosse, Wisconsin, provides a new 
means of preventing the withdrawal of draw-bars for 
coupling cars together. The patentees claim that by its 
use all danger of the draw bar becoming disconnected 
from its position is averted. The several parts of this de- 
vice constituting the means by which draw-bars connect- 
ing cars together are prevented from being pulled or 
drawn out, may be made of any material found suitable, 
such, for instance, as steel, brass, wrought or cast iron, and 
the like: They are described in detail in the specification 
forming part of letters patent No. 290,241. 


ALBERT H. GLEASON, of Wabash, Indiana, has invented 
and patented a light-running and almost noiseless rotary 
engine. It has a skeleton piston of minimum weight, and 
its lever power is preserved at a maximum. . The engine 
has but two slides, each with an independent action. Its 
inlet and exhaust ports are close together, enabling the 
pressure of a given amount of steam to be utilized for a 
greater length than can be done in rotary engines where 
the inlet and exhaust ports are at a greater distance apart. 





Utilizing ¢ the Exhaust of Steam Pipes. 





MEssrs. ROBIE AND Lyons, of Portsmouth, Virginia, 
have patented the means of accomplishing this result. 
We append a description and illustrate the process of their 
invention. 

In the above sketch, Fig. 1 represents a horizontal sec- 
tion of a double-acting steam pump, with the invention for 
utilizing the exhaust steam attached. Fig. 2 is a vertical 
section of one end of the pump cylinder, showing posi- 
tion of the check valve, opening into the cylinder. In 
Fig. 1 the exhaust pipe K, from the steam cylinder, 
branches at G, one branch extending to D, and the other 
to the atmosphere. Both of these branches are fitted 
with stop valves E E. At D the exhaust branches into 
each end of the pump cylinder, and in these branches are 
placed the check valves B B, with their delivery opening 
into the pump cylinder. In operating a pump with this 
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invention attached, close the low pressure valve E, be- 
tween G and D, and open the high pressure valve E, lead- 
ing to the atmosphere. After admitting steam and work- 
ing the pump a few strokes, to get the current of water 
fully established, partially close the high pressure valve E, 
and while opening the low pressure valve E, finish closing 
the other. The pump will then be working low pressure. 
Suppose the pump to be, as shown in sketch, on its cen- 


ASS 


water, lying in a vacuum, produced by the stroke of the 
piston. At this time the steam in the cylinder H, which 


has forced the piston to the end of the stroke, commences | ner. 





AMERICAN RAILROAD JOURNAL. 









427 


give the necessary power to work the pump is returned 


directly to the boiler through the feed water, giving a 
higher temperature to the same, and preventing the inju- 
rious effects of the feed water entering the boiler cold. 
By actual test before an examining board, water was taken 
into the pump at 45° and discharged from the pump into 
the boiler at 145°, making a gain of 100° of heat by using 
the invention of Robie and Lyons. This invention is also 
very important when attached to pumps used for pump- 
ing water into tanks at railroad stations. To illustrate: 
Suppose the pump is taking water at a distance of 20 feet 
below it. In this case the pump would have to forma 
vacuum of 25 feet at least to produce a sufficient flow of 
water into the pump. The exhaust then from the steam 
cylinder has a ready formed vacuum of 25 feet to exhaust 
into, which will give an extra pressure on the steam pis- 
ton of about 12 pounds per square inch, due to atmos- 
pheric pressure, and this extra pressure gives a large per- 
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_ centage of gain in power, produced by attaching this in- 


vention. Again, in the Northand West, in the winter, the 
water often freezes in the pipes. This can be entirely 
prevented by running the pump slow and heating the 
water to a high temperature before it leaves the pump. 


| This invention can be readily attached to the different 


kinds of steam pumps by simply tapping a nipple of the 


_ desired size into each end of the pump, avoiding the. lin- 
ter, then the pump cylinder I, will be partially full of | 


haust. 


ing of the pump, and connecting check valves and ex- 
By closing the low pressure valve and opening the 


| high pressure, the pump will work in the ordinary man- 


to exhaust, and it passes into the pump cylinder through | 
the check valve B, opening into I, and is instantly con- | 


densed by contact with the water inthe pump. When 


the piston commences its return stroke, as soon as the | 


water is compressed in I the check valve at B is closed by 


B, leading into the pump at A. The advantages gained 


by using this invention are evident to any one acquainted | .93 over earnings in December, 1882. 


with steam. When used for feeding boilers, the pump is 


THE estimated savings of the Chesapeake and Ohio 
Railroad for December, 1883, were $324,527.24, an increase 


| of $71,171.52 over December, 1882; estimated earnings 
the pressure on top of it, and the vacuum formed at the | 


other end of the cylinder allows any uncondensed vapor | 
remaining in the exhaust pipe to pass through check valve | 


from January 1 to December 31, 1883, $3,924,934.30, an in- 
crease of $589,957.29 over 1882. The estimated earnings 
of the Elizabethtown, Lexington and Big Sandy Railroad 
for December, 1883, were $52.695.14, an insrease of $5,604- 
During the year 
1883, the road earned $714,267.96, an_ increase of thee 


as economical as an inspirator, for the heat required to | 949,25 over the amount earned in 1882, 
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Track-Laying Machine. 


FULL details of the new track-laying machine invented 
by Ferdinand F. Voigt, of Walla Walla, Washington Ter- 
ritory, have been sent to this office. We have not the 
space necessary to their publication to spare, and refer our 
readers to the patentee for particulars, All we can say is, 
that Mr. Voigt’s invention relates to the class of track- 
laying machines in which a peculiar car, provided with the 
necessary apparatus for handling the material, is joined to 
and made to precede a construction train carrying the ma- 
terial. It consists in a novel means for carrying the ma- 
terial to the front, in a noyel means for handling the cross 
ties and rails, in a novel means for switching the material 
trucks to avoid interference, and in certain other details 
of construction. The object of the invention is to lay a 
railroad track with facility and dispatch, thereby econo- 
mizing time and labor. 
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The Gibbon Boltless Rail Joint. 





THE above cut needs no explanation on our part. It is 
a comprehensive view of a Boltless Rail Joint recently in- 


vented by T. H. Gibbon, Esq., lately assistant engineer of 


the D. & H. C. Co. 

The following scientific tests which have been tabulated 
for us, fully illustrate the great strength of the Joint, 
showing it to be even stronger than the rail itself, and also 
to possess uniform elasticity (so necessary to easy and 
safe travel) from the lightest truck to the heaviest loco- 
motive. 

The Joint has been severely tested in the track of the 
D. & H. C. Co. for five months without any work per- 
formed on that portion of the track, and it is estimated 
that three hundred engines with their cars pass over them 
every day. 

The following results are fully demonstrated : 

1. It makes a smooth and continuous track. 

2. It removes the possibility of low joints. (The track 
is as level as when first laid). 

3. The track can neither spread nor creep, and any 
amount can be given for expansion. 

4. This joint removes all labor of raising low joints and 
screwing up loose bolts. 

5. The spikes are as firm as when first driven. 

6. Two miles of track can be laid with this joint quick- 
er than one mile with any other joint. 

7. A broken rail can be spliced with this joint in twenty 
minutes, with two men, maul, and chisel. 

8. The strongest and cheapest joint manufactured, be- 
sides saving about 1500 lbs. of steel to every mile when 
purchasing rails at mill. 

g. Mr. Thomas H. Gibbon, lately assistant engineer of 
the above-named company, has had fourteen years’ expe- 
rience in roll mills as inspector of steel rails for the D. & 
H. C. Co., and he finds that the rails can be cut for this 
joint by simply placing two additional saws on the same 
collar, which will cut the head of the rail at the same 
time as theends. The punching machine which is now used 
for slotting the flange of the rails for the spikes, is used 
for taking the head of the rail off, thus saving time and 
avoiding the weakening of rails by drilling for bolts and 
nuts. 
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CONCLUSIONS OF A. V. ABBOTT'S REPORT. 


The heaviest locomotives of the present day rarely, if 
ever, are built to give a load of more than 10,000 Ibs. on a 
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single driver. If this load be doubled to allow for a se- 
vere case of impact, due to high speeds, a load of 20,000 
Ibs. is obtained as the maximum stress that can be placed 
on a rail joint at any time. 

An inspection of the foregoing tests gives the following 
factors of safety under different conditions in the case of 
the Gibbon Joint, used as a suspended joint, with the ties 
placed twenty inches apart. A load of 104,000 lbs. (fifty-two 
tons) was sustained without any signs of failure of the 
joint, thus giving a factor of over 5. (Test discontinued). 

In experiment 487, with ties set twenty inches apart, 
and the middle tie support on a yielding foundation of 
sand, a load of 75,000 lbs. was supported without failure, 
giving a factor of nearly 4. (Test discontinued). 

In experiment 488 B. The joint with a span of forty 
inches (no tie under the joint) failed under a load of 67,090 
Ibs., giving a factor of over 3, under circumstances as un- 
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favorable to the joint as may be supposed to occur when 
the ballast of the track has been washed away from the 
ties adjacent to the joint.. 

Furthermore, in this test, the rails themselves failed at 
the same time as the joint, showing that under such cir- 
cumstances, at least, the joint was as strong as the rest of 
the track. 

From the above conclusions it may be safely asserted 
that the Gibbon Joint is strong enough to do all the work 
that may be expected from a railway splice, under even 
very adverse circumstances. 

The steel castings that were used in these tests were re- 
markably soft and ductile, so that there need be no appre- 


hension that such castings would wear unequally with the: 


rails. 

The joint, therefore, would seem to be eminently adap- 
ted to do the work for which it was designed, and to obvi- 
ate many of the objections to the present systems. 
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Grate Bar for Locomotives. 





THE objects of the grate bar for locomotives, recently | 


patented by Isaac W. Swallow, of Kingston, Pennsyl- 
vania, are to produce a grate for locomotive engines, 
which, while serving as a grate, may at the same time be 
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operated to clean and remove the ashes from the bottom 
of the fire without injuring or weakening it, and without 
the necessity of opening the fire box, and while the en- 
gine is raising steam, thus preventing a wasting of the 
volume of heat in the furnace, and a reduction of the 
amount of steam while cleaning and renewing the fire; in 
so arranging the tumbler-bars that the fire may be cleaned 
along the side walls and in the corners as well as in the 
middle of the fire box, thereby enabling the operator to 
keep the fire at the sides and corners in the same con- 
dition as in the middle, which is of great importance from 
the fact that there is where the greatest amount of steam 
is generated, because nearer to the water pipes, and the 
place under the present system where the fire dies out 
first and is the most difficult to renew. 

It is briefly described to be a fire grate for the fire 
boxes of locomotives, consisting of a series of water bars 
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and movable tumbler bars extending longitudinally of the 
fire box beside and parallel with the water bars, and 
arranged to be operated from the exterior of the fire box 
by a shaking-rod, and its connections to raise and lower 
said tumbler bars on curvilinear lines, and thereby remove 
the ashes from the bottom of the fire, from its sides, cor- 
ners and middle. 

The construction of this grate bar is so arranged that 
in case any part becomes worn out or broken it will take 
but a few minutes’ work to replace it with a new one, as 
it is only necessary to take off two or three nuts and re- 
move the bolts to get out any part of the several pieces. 
The fire can be stirred or cleaned while the locomotive is 
in motion without reducing the amount of steam, as the 
whole operation is performed in a few minutes by the use 
of the shaking-lever. It saves the furnace man or opera- 
tor from a great deal of exposure to the fire, because it 
dispenses with the necessity of opening the door of the 
fire box, except to add fuel. It will work in haad or soft 
coal burners, and will save fuel, because it removes the 
ashes only, and saves the good fire and unburned coal. 

Particulars as to the cost of the new grate bar, etc., are 
procurable from the inventor and patentee. 
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FORTUNE often rewards with interest those that have 
patience to wait for her. 
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The Dawson Snow-Plow. 





THE above cuts show an entirely new and different plan 
of operating against snow on railroads. In this invention 
the calculation is to have the plow come in contact with 
the snow by gradually pushing it into the bank by the lo- 
comotive. The square shovel at the extreme point al- 
most touches the rails, but is kept from actual contact by 
shoes at each rail. These are not so large as to allow of 
any great amount of snow remaining on the rails. The 
plow proper is wider than the tender or cars, allowing a 
wide enough track for cars to pass through, after the same 
has been melted by the plow. The plan of melting snow 
is an entirely new one, and must be effective for the rea- 
son that when snow is once reduced to water, it cannot 
possibly again give trouble by drifting back on the track. 
The only objection which has occurred to the inventor 
that can be said against his plan and its mode of opera- 
tion is, that the water made by the melted snow may, in 
deep cuts, form ice at the rails. This, however, can be 
overcome by having a receptacle at each of the outside 
rear corners, under the plow at c c, Fig. 2, for the purpose 
of catching the water, to which may be attached a pump 
operated by the small engine on the plow tender. By 
this means the water may either be pumped into the tank 
of the tender, or forced far enough from the track as not 
to cause an obstruction. The plow is calculated to be 
made of the very heaviest of boiler iron, or cast, as engi- 
neers may determine ; and of course will be so heavy, when 
fixed up, that there will be no danger of its jumping the 
track when running at a good speed where there is no 
snow to melt. Where there is work for the plow to do, it 
is to be pushed in as fast as the snow will melt, and this 
may be regulated by the amount of fire put into the re- 
ceptacle. There is plenty of space for this purpose, the 
calculation being to have not less than twenty-four inches 
of space between the air chamber and the outer wall of 
the plow for fuel. This space extends to the top of the 
plow, at the smoke stack, back to the rear, where the ten- 
der or fan is located. There can be no limit to the amount 
of heat, as the operator of the plow can keep the fan 
blast at as high rate of speed as he wishes, and can use 
any kind of fuel he sees fit. 

In case the plow is not needed, after going through 
a large drift, it can be damped down. As the inner cham- 











ber is perfectly air-tight after the doors are shut, and 
blast is shut off, there cannot be any possibility of getting 
this plow stuck in a snow bank, for should the fire not be 
sufficient to melt the snow, and should it become packed 
in front of the plow, by remaining still for awhile and 
putting on more blast, it would soon free itself. The ten- 
der of the plow is constructed to carry coal for both the 
plow and stationary engine, and also a water tank for the 
stationary engine. 

The snow plow above described is for sale by E. C. 
Dawson, Maquoketa, Iowa. 
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The Railway Switch. 





IN the superstructure of the road-bed ofa railroad, 
there is, perhaps, no part of more vital importance than 
the switch, as upon it depends, to a great extent, the 
safety of train property and the lives of travelers. It is, 
therefore, prudent, and certainly economical, that such 
switches should be used as will prevent loss of life and 
property. 

Many railroads use switches which always leave open 
tracks, that are constantly liable to cause loss by trains 
running throughthem. Misplaced switches are chronicled 
frequently as the cause of trains running off the track. 
These events are called accidents when, really, accident 
has nothing to do with them. Neglect, and neglect only, 
is the cause of them. The switchman, though humble in 
position, occupies a very responsible station, for on his 
faithfulness also depends to a great degree, the lives of 
travelers and the property of railroads, and it is necessary 
that good and trustworthy men should be employed for 
the purpose; but, however good and faithful a switchman 
may be, there is a possibility that, from some want of care, 
loss will be caused. It is not only prudent, but it is posi- 
tively necessary that this possibility should be guarded. 

A new switch invented by John T. Rigney, of Balti- 
more, Maryland, is described as one over which trains can 
run without the fear of getting off the track in conse- 
quence of its being misplaced or the track being open. 
This device is placed in one side of the track only and 
consists of a main rail which forms a part of the track. 
On the outside of this rail, and parallel with it, is a pro- 
tection or safety rail which meets and forms a connection 
with the siding rail. On the inner side is a pointed rail 
or frog point equidistant from the main rail with protec- 
tion rail, and a guard rail extending from a little beyond 
the point of the frog to or beyond the heel end of the 
switch, where is a pivot in the main rail on which the 
switch is turned. All these parts are securely fastened 
together by spacing pieces and bolts. When the switch 
is turned for the siding, the main rail takes the place of 
the protection rail and fits to the siding rail, and the frog 
point fits to the main rail and forms a direct line with it. 
Opposite the switch, the other side of the track is securely 
fastened down. The rail of the siding is pointed and also 
fastened, the point being placed at about opposite that of 
the frog point of the switch. A guard rail is also used here, 
extending from a distance beyond or parallel with the 
head of the switch. These parts form a frog opposite the 
switch with broken joints so as to prevent the churning 
of cross ties, which is often produced when joints are 
opposite on the same tie. 








This side of the track is the guide of all wheels passing 
over the switch in the opposite direction and controls 
their course, so that when the switch is fixed for the main 
track, if a car should run down the siding, the wheels on 
the switch side will gradually rise on the protection rail 
until the flanges pass over and the wheels drop and con- 
tinue on the main track; and, when the switch is set for 
the siding, if a car should run down the main track in the 
opposite direction, the wheels on the switch side will run 
over the frog point (the flanges pass between it and the 
guard rail) and continues on the main track. 

Mr. Rigney has, in connection with his switch for one 
track, arranged it for three or more tracks upon the same 
principle, putting one in each side of the track. For 
three tracks the switch has two protection rails on the 
outside and two frog points and a guard rail inside. In 
this way he protects all the tracks at all times, and cars 
must continue on the track in whatever position the 
switch may occupy. This is a great feature, as many 
double switches now in use leave two open tracks on 
each side. 


—~> 


The Rutter Refrigerator Car. 





THIS improvement, invented by Levi Rutter, of New- 
manstown, Pennsylvania, provides ina refrigerator car, a 
bottom with slits and inclined plates below said slits. The 
walls of the ice receptacle form with the inclined plates, a 
double check for the water. Below the slits and inclined 
plates are inclined troughs having curled edges and pro- 
vided with a waste pipe coiled in the car; also with ex- 
haust pipes operated by the movement of the car, and 
withdrawing air at or near the bottom of the car, which 


is closed. 
> 


Do business, but be not a slave to it. 


Tue Lake SHore RAILroap Company, ) 
TREASURER’S OrrFice, GRAND CENTRAL Deport. - 
New York, Dec. 26, 1883. ) 


"THE BOARD OF DIRECTORS of this company 
have this day declared a Quarterly Dividend of two per cent. upon its 
— stock, payable on FRIDAY, the first day of February next, at this 
omee- 
The Treasurer’s Books will be closed at 3 o'clock, p. m., on Monday, 
the 31st inst., and will be reopened on the morning of Tuesday, the sth day 
of February next. E. D. WORCESTER, Treasurer. 


l LD ] 4 6G 5 LA » If, you are thinking about 
building a residence (cheap or 
costly), or any kind of structure, from a public building to a barn, or 


of remodeling an old house, send for our circulars. Axi/ding Plan 
Association, 24 Beekman Street, N. Y. 








THE UNITED STATES 


Rolling Stock Company, 


GENERAL OFFICES—35 Broadway, N. Y.., 
WORKS—Chicago, Iil., and Urbana, Ohio, 


Offers for Lease to Railroads, Freight Lines, Mining 
Companies and others, 


Locomotive Engines = all kinds of Freight Cars 


And is also prepared to build for Lease and 
On Contract for Cash, or under the Car Trust System, 


Such Rolling Stock of every description as 
may be required. 
A. Hgcewiscu, Pres’t. 
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DISKRASK GURBAD 
WITHOUT MEDICINE. 


A Valuable Discovery for supplying Magnetism to the Human 
System. Electricity and Magnetism utilized as 
never before for Healing the Sick. 


THE MaAGNETON APPLIANCE Co.’s 


MAGNETIC KIDNEY BELT! 


FOR MEN, IS 
WARRANTED TO CURE, 


or Money Refunded, the following diseases without medi- 
cine :—PAIN IN THE BACK, HIPS, HEAD OR LIMBS, NERVOUS DE- 
BILITY, LUMBAGO, GENERAL DEBILITY, RHEUMATISM, PARALYSIS, 
NEURALGIA, SCIATICA, DISEASES OF THE KIDNEYS, SPINAL DISEASES, 
TORPID LIVER, GOUT, ASTHMA, HEART DISEASE, DYSPEPSIA, CON- 
STIPATION, ERYSIPELAS, INDIGESTION, HERNIA or RUPTURE, Ca- 
TARRH, PILES, EPILEPSY, DUMB AGUE, etc. 


To Railway Men, Miners, 


AND SEAFARING MEN, 


CONDUCTORS, ENGINEERS, 


and others subject to the constant jar of the cars, who find themselves be- 
coming nervous, with weakness of the kidneys, etc. ; travelers and others 
exposed to sudden changes of temperature and climates, and who are lia- 
ble to coughs, colds, lung complaints, rheumatism, malaria, and contagious 
diseases, will not only find our Magnetic Belt a CURATIVE but also pre- 
ventive of these ills. They keep the blood pure, rich, and healthful, by 
giving it iron, magnetism and electricity—which are the life of it, as well 
as imparting tone and vigor to the nerves and strength and hardness to the 
muscles—thus keeping the system in its normal, healthful condition. 


READ THE EVIDENCE. 
Cuicaco, ILt., Nov. 7, 1883. 
Magneton Appliance Co., Chicago, lil. : 

GENTLEMEN :—I am prompted to make this public acknowledgment of 
the wonderful merits and curative properties of your Magnetic Belts, from 
the great relief and benefit obtained by using one for the past year. If 
any class of a oe suffer from kidney disease it is railroad engineers, oc- 
casioned by the continual jar of the engine. I have suffered many years 
with Kidney and Liver disease, Rheumatism, and great exhaustion and 
nervousness. Now I feel like a new man, so great is the change in my 
health. I doctored with some of the best physicians during those years, 
who dosed and drugged but did not cure me; but I am free to state that 
your Magnetic Belt is the best and cheapest curative agent in America. I 
feel like a new being in every respect, and I shall use my influence in be- 
half of your admirable Appliances. I wish every railroad engineer in 
America that is troubled as Tinve been, would try your belt. 

Yours truly, H. L. SEAVER, 


Engineer Illinois Central R. R. 
Residence, 1228 Indiana Ave. 


Cuicaco, ILx., Jan. 24, 1883. 
To Whom it may concern: 


Up to within four months ago, I have spent upwards of fifteen hundred 
dollars in trying to cure myself of rheumatism. I have made trips to the 
Hot Springs and different resorts throughout the country, all of which fur- 
nished me no relief. Four years ago I purchased a Belt, Lung Protector 
and Insoles from the Magneton Appliance Company, and have not had any 
rheumatism since wearing the appliances, which is the first time in five 
years I have been free from it. 


Yours truly, 
J. P. Putnam, Conductor I. C, R. R. 
P. S.—Mr. Putnam is conductor on the I/linois Central Railroad, which 
position he has filled the past fifteen years. 


We can give thousands upon thousands of names who will endorse the 
above testimonial. 

Price of Belt with Magnetic Insoles, $10, sent by express C. O. D., or by 
mail on receipt of price. 

In ordering send measure of waist, and size of shoe. 

Remittance can be made in currency, sent in letter at our risk. 

The Magneton Garments are adapted to all ages, are worn over the un- 
der clothing (not next to the body like the many Galvanic and Electric 
Humbugs advertised so extensively), and should be taken off at night. 
They hold their Power Forever, and are worn at all seasons of the year. 

Send stamp for the ‘‘ New Departure in Medical treatment Without 
Medicine,” with thousands of testimonials. 


The Magneton Appliance Co., 


weak eager 
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Ramapo Wheel and Foundry Co., 





MANUFACTURERS OF 


Steel Tired and Chilled 
Iron Wheels, 


For Drawing-Room and Sleeping Coaches, Locomotives, 
Tenders, Passenger and Freight Cars. 


W. W. SNOW, Superintendent and General Manager, 
RAMAPO, Rockland Co., N. Y. 


CONGDON BRAKE-SHOE. 


This improvement con- 
sists of a brake-shoe hav- 
ing imbedded in its body 
of cast-iron, pieces of 
wrought iron, steel, mal- 
leable iron, or other suit- 
able metal, and while 
being more effective, in 
that greater uniformity of 
friction is obtained when 

applied, exceeds in life, or 
the duration of the shoe 
itself, that of the cast-iron 
shoe by over seventy-five 
per cent. Its extensive 
use on many of the most 
prominent roads in the 
country has proven its economy and superiority over any other shoe in use. 
All communications should be addressed to 


THE CONGDON BRAKE-SHOE CO., 24 
or, RAMAPO WHEEL AND FOUNDRY CO., 





TIVE VIEW OF Conengy «mad 
past " Shag 


Clark St., 
Ramapo, 


Chicago. 
a S 





Ramapo Iron Works 


MANUFACTURERS OF THE 


LORENZ AND STUB 
SWITCHES 


AUTOMATIC SWITCH 
STANDS. 





Keyed, Riveted, Bolted and Spring 
PROGS. 


Double and Single Rail Crossings (made re- 
versible and interchangeable, if desired.) 


Light or Heavy Castings, and General Railway 
Track Equipments. 


Estimates and information cheerfully furnished. 


Post Office Address, HILLBURN, Rockland Co., N. Y. 


' ‘Telegraph Station: RAMAPO or SUFFERN, N. Y. 





Prominent Locomotive and Car Builders. 


Adrian Car Works, Adrian, Mich. 

W. C. Allison, Junction Car Works and Flue Mill, Philadelphia, Pa. 
Altoona Car Works, Altoona, Pa. 

Atlanta Machine Works, Atlanta, Ga. 

Baldwin Locomotive Works: Burnham, Perry, Williams & Co., Phila., Pa. 
Barney & Smith Manufacturing Co., Dayton, Ohio. 
Beaver Falls Car Co., Beaver Fails, Pa. 

Osgood Bradley, Worcester, Mass. 

J. G. Brill & Co., Philadelphia, Pa. 

Brooks Locomotive Works, Dunkirk, N. Y. 

Brownell & Wight Car Co., St. Louis, Mo. 

M. M. Buck & Co., St. Louis, Mo. 

Erie Car Works, Erie, Pa. 

Gilbert & Bush Co., Troy, N. Y. 

Harlan & Hollingsworth Co., Wilmington, Del. 

Haskell & Barker Car Co., Michigan City, Mich 
Hazelton Car Works, Hazelton, Pa. 

Indianapolis Car and Manufacturing Co., Indianapolis, Ind. 
Jackson & Sharp Company, Wilmington, Del. 

Jones Car Manufacturing Co., Schenectady, N. Y. 

Keith Manufacturing Co., West Sandwich, Mass. 
Kingston Car Works Co., Kingston, Canada. 

Laconia Car Co., Laconia, N. H. 

Lima Car Co., Lima, Ohio. 2 

Wm. Mason & Co., Taunton, Mass. 

Mansfield Machine Works, Mansfield, Ohio. 

Muskegon Car and Engine Works, Muskegon, Mich. 
Ohio Falls Car Co., Jefferson, Ind. 

Pardee Car Works, Watsontown, Penn. 

Portland Locomotive Works, Portland, Maine. 

Pullman Car Co., Pullman, IIl. 

Rogers Locomotive and Machine Works, Paterson, N. J. 
Schenectady Locomotive Works, Schenectady, N. Y. 
The John Stephenson Co. (Lim.), New York City. 
Taunton Locomotive Works, Taunton, Mass. 





GET THE BEST. 
CHAS. D. THUM, 


150 North Third St. 
PHILADELPHIA, 


Manufacturer of every 
description of 








Coach, Carriage 
and Railway 


Brushes: 


Paint and Sash 
Tools, 


Fitch, Badger & Camel- 
Hair Varnish (extra 
thick and strong). 


Camel, Ox and Sable [i 
Pencils, etc. 


The celebrated THUM HALF-ELASTIC Mere frm BRUSH 1s war- 
ranted to stand until a Sete oe. bench nt potent without 
being worn will longer more varnish than 
any Fach <r run disher for them, or send a tex a circular, 


. 
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Forbes Lithograph Mfe. Co., | Brows iB ROTH Disi @ Coit 


181 Devonshire St., Boston. | 59 Wall Street, New York, 


PRINTING BY ALL KNOWN METHODS. si aac 
Show erre: oe Kees Work, bei Checks, B I i | Bing O } EXC H A N G E, 
and Label Work of every description. 


ON GREAT BRITAIN, IRELAND, FRANCE, GERMANY, 
BELGIUM AND HOLLAND. 


THE ALBERTYPE PROCESS Issue Commercial and Travelers’ Credit in Sterling. 


is extensively used by publishers for the Illustration of Commercial \VAILABLE IN ANY PART OF THE WORLD, AND IN FRANCS 
Catalogues and other publications. ——e"""TN MARTINIQUE AND GUADALOUPE. 











Specimens and Estimates furnished on application. Make TrLEGRAPHIC TRANSFERS OF Money between this and other coun- 


Sole Agents in the United States and Canada for MAX CREMNITZ, | tries, through London and Paris. 
Paris, France, Metal Show Cards. Make Coliection of Drafts drawn abroad on all points in the United 


States and Canada, and of Drafts drawn in the United States on Foreign 
New York Office, 22 Bond Street. 








Countries. 
e A. DEAN & CoO., ESTABLISHED 1854. 
Manufacturers if DICKERSON, VAN DUSEN & Co., 


Pe TINS, METALS, ETC., 


LINSEED CAKE, 
29 and 31 CLIFF ST., (P. O. address, Box 1555,) 
z&81r Front Street, New York. od viet ats ’ ¥ 
Dickerson & Co., Dale St., Liverpool. New York. 


LE PAGE’S LIQUID GLUE, 


FOR FINE WOOD WORK OF ALL DESCRIPTIONS, 


possesses the following important advantages: It is always ready for use, has great strength, spreads 
readily, can be used in a cold room, sets slowly, but hardens quickly after setting ; resists moisture bet- 
ter than other glues, and does not deteriorate with age either in thecan or in the joint ; saves time, trouble, 
and risk of fire. Used by the largest manufacturers in preference to all other glues, 











Extracts from Testimonials. 


We have used Le Page’s Fish Glue for about two years with increasing favor, and find it to do very good and reliable 
work. Mason & Hamlin Organ and Piano Co., Boston, Mass. 
The glue purchased from you is the best we have ever used for pattern making, and similar purposes. By mixing it with 
2 ordinary glue to give it more body, we have used it successfully on our emery belts. 
Noxon Bros. Mfg Co., Manufacturers Agricultural Implements, Ingersoll, Ont. 
The. sample of glue sent us was thoroughly tried and tested, and found to be excellent in every respect. 
Jno. Bailie, Supt. Car Dept. C. M. & St. P. Ry. Milwaukee, Wis. 
We have used your liquid glue for about eight months, and find it vé 'y much superior to the common glue, for nearly all 
kinds of work. The Williams Mf‘g Co., Mf’rs Sewing Machines, Montreal, Canada. 
—_ Gave glue water test ; unable to break joint after three and one-half hours. Think it what you represent it to be. 
Wm. Sutton, Supt. Brownell & Wight Car Co., St. Louis, Mo. 


Sold in bbls., kegs, cans and bottles, by Railroad supply and Hardware dealers throughout the world. Manufactured by 


RUSSIA CEMENT CO., Gloucester, Mass., U. S. A. 
{2 Pamphlet on the Manufacture and uses of Fish Glue, mailed free to any address. 


PATRN‘TS. | Waterbury Brass Co., 


MUNN & CO., of the SCIENTIFIC AMERICAN, continue to act 
as Solicitors for Patents, Caveats, Trade Marks, Copyrights, for the United No 296 Broadway New York 
° , . 


States, Canada, England, France, Germany, etc. and-Book about Pat- 


- sent a ha gt Sm > sinter: ? ns 
atents obtained throug NN & . are noticed in the ScientTiFICc ll 1 Pl t B 
American, the largest, best and most widely circulated scientific paper. Sheet, Ro all ad CIs TdaSs. 
$3.20 a year. Weekly. Splendid engravings and interesting information. 


Specimen cop of the Scientific American sent free. Address Mitts ar WATERBURY, Conn. 
MUNN & CO., Screntiric American Office, 261 Broadway, New York. 














PATENT 
Practical Shaking | Grate Bar. 


The W. Ryder Double Acting Grate Bars are so constructed as to 


rest upon a frame with friction rollers, and by means of a lever at- T H E P HENIX PU BLI SH I NG CQOe 


To Inventors. 





tached to the front rocking bar, a reverse or reciprocal motion is pro- 
duced in each bar, which effectually breaks up the clinkers and re- 
moves all the ashes from the bottom of the furnace. By this means | PUBLISHERS OF THE 
we get the largest percentage of circulation of air, which: keeps the 


bars cool and prevents them from burning or warping. There is also AMER ICAN R A | L R¢ )AT ) Jol J R NA | a 


fully 10 per cent. of fuel saved, as it does away with the necessity of 


omits y prupece door and slaking the fire, thus preventing large Are now prepared to execute 
volumes of cold air rushing in and producing sudden expansions and . i, is 
contractions, frequently blistering the bottom of the boiler. I guar- EVERY DESCRIPTION OF 


antee that my bars will pay for themselves the first year in the saving 


* ati foo dheeibihts ei | WOOD KAN GRAVING 


W. RYDER, Room 74, Astor House, New York. ae 


_ ESTIMATES CHEERFULLY FURNISHED. 
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Mictcos Railroad Rail Joint Co. 


a3 This is a Suspension Joint, cheap, 
= easily applied, allows for contraction 
and expansion, prevents the Rail from 
creeping, battering or brooming at the 
ends, giving the rail the same strength 
; and elasticity at the Joint as at any 
B= other part of the Rail. 

The bolts will not elongate or be- 
come loose. 

Orders and correspondence solicited, 


17 Milk Street, Boston, Mass. 


NEW-YORK OFFICE, 243 Broadway. - GW. CLARK, Acent. 


BREWSTER & CO. (of Broome-st.) 
CARRIAGES AND ROAD WAGONS. 


THE LEADING HOUSE IN AMERICA. 























Vehicles for Town and Countrv, for Gentlemen’s and Ladies’ own driving. 
Together with Every Description of Sporting Trap. 
Rubber Cushioned Axles used exclusively. 


BROADWAY, 47th to 48th Street, N. Y. 


(ONLY PLACE OF BUSINESS). 
NOTE.—We have no connection with a Stock Company advertising itself as the ‘Old House.” 


‘The Salmon Car Heater. 


“36 per cent. of coal saved, and the 
? , 
car kept noticeably warmer!’ 
by using 


The Salmon Car Heater. 


It insures Safety from Fire in 
case of accident, Economy 
in Fuel, and 


RAPID CIRCULATION, 
It heats quickly, 
is SELF-REGULATING, and can 
be used for either 
STEAM OR HOT WATER. 









The Water Tubes do not come 
in contact with the Coals, but occupy 
the Smoke Flue in such a manner as to absorb the 
te greatest amount of heat from Coal in a low 
- .. state of combustion, without danger of 

SS chilling the fire. 

At the last “* Mechanics’ Fair” it received the 
Silver Medal, being the highest award to heaters 
of any kind. 


CORRESPONDENCE SOLICITED. 


THE SALMON CAR HEATER COMPANY. 


——— 


OFFICE, 48 CONGRESS STREET, BOSTON, MASS. 


~~ 
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eave VAL EN TIN ES MARK 


“THE STANDARD FOR QUALITY.’ 


THE GOLD MEDAL 


WAS AWARDED TO 


Valentine’s Varnishes, 


BY THE 


Amsterdam International Exhibition, 
SEPTEMBER, 188}. 








A Partial List of Awards Heretofore Given Valentine’s Varnishes: 


International Exposition, Philadelphia, - 1876 Maryland Institute for the Protection of 
BronzE MEDAL AND Diploma. Mechanic Arts, - se 1873 
SttveER MEDAL, 
Exposition Universelle, Paris, France . 1878 . 
P Sa : Agricultural Society of New So. Wales, - 1877 
BronzE MEDAL. 


Melbourne International Exposition, Mel- 
bourne, Aus., - - - 1880 


Si.veR MEDAL AND First OrvER oF Merit. 


Massachusetts Charitable Mechanics 
Association, Boston, - = - + = 1860 


Si-vER MEDAL AND DipPLoma. 


Adelaide Exposition, Adelaide, So. Aus., 1881 Mechanics’ and Agricultural Fatr Assoc’ n 


SitveR MEDAL AND First DEGREE oF Merit. of the State of La. "9 . 1873 
DIpLoMaA, 
American institute, of the Oty of New- Mechanics’ institute, San Franciece, Gall- 
York, - - - - {859-1870 fornia, - - - 1877 
Sitver MepaAt ANv DiprLoma. SitveER MEDAL. 


Valentine & Company, 


MANUFACTURERS OF 


Fine Railway Varnishes and Japans 
NK W-YORK: 


BRANCHES: ) 
Chicago. ; Boston, Paris. 
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| 


IMPORTERS OF 


Dry Colors, Clays, Bath Bricks, etc. | 


DEALERS IN 


Polishing Powders, Fire Bricks, Cements, etc. 
240 and 242 Front Street, NEW-YORK. 





W. W. HANSCOM, 
Cable Tramway Engineer, 
612 O'Farrell Street, 


San FRANcisco, CAL. 





RIEHLE BROS., 


STANDARD 


CALE 


AND 
TESTING 
MACHINES 


RAILROAD TRACK SCALES. 
PHILADELPHIA: 50 South Fourth Street. 
NEW-YORK : 115 Liberty St. 

tS “Tests of Materials made daily at the works, 9th St.. 
above Master. Reports copied and kept confidential.’’ 


ye 














GARDNER’s NEw REVERSIBLE CAR SEAT No. 8. 
[Patented Dec. 6, 1881.] 


As the back reverses, it raises the front of the seat so as to prevent the | 
passenger from slipping off the seat, and removes the objection heretofore 
made to this kind of seat. 

The large orders already received from the N. Y. C. and H. R. R. 2. and | 
other prominent Companies for our No, 8 Seat, is the best guarantee of its 
merit. 
Made with Perforated Veneer, Leather, Plush, and Rattan Seats, which | 
are interchangeable; one kind of seat can be used in the Summer, ana vhe | 
other in the Winter. | 

("Please send for Descriptive Circular giving full particulars and 


GARDNER & CO. 


Patentees and Manufacturers of 


Car Seats, Car Ceilings, Depot Seats, 
ETC., 
183 Canal St., New York. 
FACTORY: 330 to 342 E. 61st Street. 





HAMMIL & GILLESPIE, | 


| 


BRUSHES 


For CAR BUILDERS and RAILROAD CO.’S Purposes, 
IN EVERY VARIETY. 


JOHN G. McMURRAY & CO., 


277 Pearl Street, New York. 
OLDEST BRUSH HOUSE IN AMERICA, 








For your Weekly News Paper, take 


THR CGHRISTIAN UNION. 


$3.00 per annum. 

You will find it 

Fresh, Progressive, Vigorous, Courteous, 
Many-sided, Catholic, Christian. 





For Specimen Copies send to 
THE CHRISTIAN UNION, 


20 Lafayette Place, New York. 


C.'T. Raynolds & Co. 


(Established in 1770,) 


1 6 & 108 Fulton st., 
NEW YORK, 


CoLor MAKERS, 


MANUFACTURERS OF 





21 Lake st., 
CHICAGO, 


Fine Coach, Car and Railway Varnishes, 
Carmines, Lakes, Vermilions, 
White Lead, Zine, etc. 

Fine Brushes for Artists, Decor?turs, Coach, 
Car, House and Sign Painters, 
Artists’ Materials, Decorative Tube Colors. 

AGENTS FOR 
Crockett’'s Preservative and Genuine Spar Composition 





F. W. Devoe & Co., 


Manufacturers of Fine 


RAILWAY VARNISHES, 


COACH AND CAR COLORS, 
Ground in Oil and Japan, 
atc. ETC. 


Fine Brushes adapted for railroad use. All kinds of Artists’ Materials. 
Colors for ready use, and all specialties for Railroad and Carriage purposes. 

Railroad companies will save themselves great trouble in painting by al- 
lowing F. W. Devoz & Co, to prepare their Passenger and Freight Car 
Colors. This wili insure Durability, Uniformity and Economy. F, W. 
Devore & Co, manufacture from the crude materials which are the compo- 
nent parts of any shade, and they understand better their chemical relation. 
ship, when .n combination, than can be possible to those who simply buy 
their dry materiais and then grind them. 





SEND FOR SAMPLE CARD OF TINTS, 


Cor. Fulton and William Streets 
NEW YORK. 























a 








No other Line is Superior to the 


Fitchburg Railroad 
Hoosac Tunnel Route 





WEST. | 


| A. M., arriving in Boston at 7.50 A. M. 


A. DAY EXPRESS. 


8 2 30 M. Wagner Palace Drawing-Room Cars Attached. 


Running through to Syracuse, N. Y., where connection is made with throu 


sleeping-cars for Cincinnati,Cleveland, Toledo, DETROIT and CHIC AGO. 
P. CINCINNATI 


3.00 M. EXPRESS. 


Pullman sleeping-car attached, running through to Cincinnati without 
change. (Only line running Pullman Cars from Boston.) This car runs 
via Erie Railway and N. Y., P. & O. R. R., making direct connection for 
Louisville, St. Louis, Kansas City, New Orleans and all points in Texas 


P. ST. LOUIS 


3.00 M. EXPRESS. 


THE ONLY LINE which runs a THROUGH SLEEPING-CAR from 
Boston to St. Louis without change! 
Arriving at 8.00 A. M. Second Morning. 


Through sleeping-car for Buffalo, Toledo, Fort Wayne, Logansport, La- 
_ fayette, Danville, Tolono, Decatur and St. Louis, making direct connec- 
tion with through Express Trains for Kansas, Colorado, Texas, and all 


points in the 
SOUTHWEST. 
P. PACIFIC 


6.00 M. EXPRESS. 


The only line running a through sleeping-car via Niagara Falls, Canada 
Southern Railway and Detroit without change, arriving at Chicago at 8 A. 
M., second morning, making sure connections with through Express Trains 
for lowa, Nebraska, Kansas, Colorado, the Pacific Coast, Wisconsin, Min- 
nesota, and all points in the 


WEST AND NORTHWEST. 
The above Trains run daily, Sundays excepted. 


This Great Short Line passes through the most celebrated scenery in the 
country, including the famous HOOSAC TUNNEL, four and three-quar- 
ter miles long, being the longest tunnel in America and the third longest 
in the world, 


Tickets, Drawing-room and Sleeping-car accommodations, may 
be secured in advance by applying to or addressing 


250 Washington St., Boston. 250 


JOHN ADAMS, J. WHITMORE, 


n’)] Sup’t. Traffic Manager. 


J. R. WATSON, Geo’ Pass. Agent. 


AMERICAN RAILROAD 


| §. M, FELTON, Gen’l Manager. 
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New York & New England Railroa 


Resumption of the favorite 
TRANSFER STEAMER MARYLAND ROUTE. 
Through Pullman Cars for 


PHILADELPHIA, BALTIMORE AND WASHINGTON, 
WITHOUT CHANGE;; connecting with through trains to FLORIDA 
and all points SOUTH and WEST. S rains leave ton at 6.30 P. M., daily. 


Leave Boston for GRAND CENTRAL DEPOT, NEW YORK, at 8.30 
A. M.; returning, leave New York at 11 A. M. and 11.34 P. M., week days. 
10.30 P. M., Sundays. Pullman Palace Cars run through. 
THE NorWICH LINE between Boston and NEw York 

Steamboat train leaves Boston 6.30 p. M., arrives at New London at 10.00 
Pp. M., connecting with the new steamer City or WorcEsTER, Mondays, 
Wednesda sail Fridays, and Ciry or New York, Tuesdays, Thursdays 
and Saturdays. Returning, steamer leaves Pier 4o, North River, New 
York, at 5.00 Pp. M., connecting at New London with train leaving at 4.15 
Good night’s rest on the boat. 

ASK FOR TICKETS VIA N. Y. AND N. E.R. R. 

Office, 322 Washington street, Depot foot of Summer street, Boston. 


A. C, KENDALL, Gen’! Pass, Agent: 


Housatonic Railroad. 


THE ONLY LINE RUNNING 
THROUGH GARS 


Between New-York, Great Barrington, Stockbridge, Lenox and Pittsfield— 
the far-famed resorts of the 


BERKSHIRE HILLS 


of Western Massachusetts—‘t Remarkable for pure air, romantic drives, 
and grand mountain scenery. Nature has truly expressed herself in 
wondrous beauty in the scenery of this region, containing perhaps, more 
of genuine enchantment than any other in New England.” 


Two through trains daily between New-York City and all points on the 
Housatonic Railroad, from the Grand Central Depot via the New-York, 
New-Haven and Hartford Railroad, at 8.00 A. M. and 3.40 P. M. 


Descriptive Guide Book sent free by mail upon application to the General 


Ticket Agent. 
H. D. AVERILL, Gen’! Ticket Agent. 
W. H. YEOMANS, Superintendent. 
General Offices, Bridgeport, Conn., Dec. 27, 1882. 








“PROGRESSIVE AND RELIABLE.” 


“Under its present management, 


The Erie Railwa 


has become the most progressive and reliable Trunk Line 
in America.’’—CLevELAND LEADER. 


y 


THE ERIE is the SAFE ann COMFORTABLE un» between the 
East and West. Its ep eee is unsurpassed—PULLMAN COACHES, 
WESTINGHOUSE AIR BRAKE, MILLER SAFETY PLATFORM, 
CARS LIGHTED BY GAS, STEEL RAILS, DOUBLE TRACK. 

3%” The scenery along the line includes such great works of Nature as 
NIAGARA FALLS, ATKIN’S GLEN, PORTAGE. FALLS and 
GORGE, the GREAT LAKES, and the LAKES OF CENTRAL AND 
WESTERN NEW YORK, making it truly the “ Lanpscare Route or 


AMERICA,” 
E. S. BOWEN, JNO. N. ABBOTT, 
Gen'l Pass. Agent, N. Y. 


Gen’! Sup’t, N. Y. 





E. W. VANDERBILT. E. M. HOPKINS. 


VANDERBILT & HOPKINS, 
Railroad Ties, 


White and Yellow Pine, Oak, Gum and Cypress 
Cut to Order. 


120 Liberty Street, 
NEW YORK, 


Creosoted and Treated Lumber and Ties, Pine Boards, 
Plank and Dimension Lumber to Order. 


General Railroad Supplies. 
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Johnson Steel Seveds Rail Co. 
JOHNSTOWN, PA. 


Johnson’s Patent Girder Rail. 


WE FURNISH ALL APPENDAGES : 


Rails, Curves, Crossings, Track Bolts, Frog Plates, 
Switches, Turn-table Guides, Joint Plates, 


Descriptive Pamphlets and Circulars furnished if desired, 





THE ROGERS 
Locomotive = Machine Works, 
PATERSON, N. J. 


Having extensive facilities, we are now prepared to furnish promptly, of 
he best and most approved descriptions, either 


COAL OR WOOD BURNING 


LOCOMOTIVE ENGINES, 


AND OTHER VARIETIES OF 


RAILROAD MACHINERY. 


J. S. ROGERS, ‘PRESIDENT. ) 
R. S. HUGHES, Secretary -Paterson, N. J. 
WM. S. HUDSON, SurerinteEnvew, ) 


R. S HUGHES, Treasurer, 
44 Exchange Place, N. Y¥. 


POX’S 
Improved Packing Chamber. 





1 wi r 


TT 1) i ni 


Fig. 1. 





This device is highly recommended for trial upon 
any Locomotive where speed is the principal object in view. Ab- 
solute freedom from friction, and a perfect joint, at the stuffing box ; and 
no delays from blowing out the stuffing. Do not fail to try the new Patent. 
It is a great advance! 


PRIZE MEDAL for Merit, at Cincinnati Industrial Exposition, 1883, 
Send for Circular and information. 


S, FOX, Toledo, Ohio. 





PHELPS, DODGE & CO., 


IMPORTERS OF 


Tin Plate, Sheet Iron, Copper, Block Tin, 
Wire, etc., 


Cliff Street, between Fulton and John, 
NEW YORK. 





Jno, R. Gies, Sec’y and Treas. 


Burrow-Giles Litho. Co., 
Cor. Grand and Baxter Streets, 
NEW YORK. 


We have every facility for the production of first-class work in 
Show Cards, Labels, Leafiets, Pamphlets, 
Excursion-book Covers, 

AND EVERY VARIETY OF PLAIN AND COLORED WORK. 


Specialties in Fleck and Embossed Work, and Railroad 
Work in general. 





Estimates and Designs furnished on application, 














REMINGTON 
Standard 
Type Writer. 


Adopted 1n the offices of the principal Railroad and Supply Companies. 

SIMPLE, DURABLE, NEAT. 

Operated at sight ; writes FASTER and BETTER than the most expert penman. 

THOUSANDS OF TESTIMONIALS. 
(eS soLD UNDER ABSOLUTE GUARANTEE. ORDER WITH THE PRIVILEGE OF 
RETURNING IF NOT SUITED. 
WYCKOFF, SEAMANS & BENEDICT, 

281 AND 283 BROADWAY, N. Y. 

38 East Madison Street, Chicago. 715 Chestnut St., Philadelphia. 

Washington St. (cor. Water St.), Boston. LeDroit Building, Washington. 


Derby Preston Office Desks. 








Write for Descriptive Price List. 
‘nod Aed [Im 1 








These Desks are celebrated for their perfection of workman- 
ship, finish and wearing qualities. They have over 350 first- 
class references in N. Y. City alone. 


JOHN M. TUFTS, Jr., Sole Agent, 
83 Nassau St., N. Y. City. 
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mm Vaniels Paint Mills. 


The cut represents three mills on 
one bench, all driven by one belt; 
the stones are cooled with water ex- 
pressly for grinding Coach Colors 
in Japan and Varnishes. The lar- 
ger sizes are especially adapted for 
grinding car and all fine oil colors. 

These Mills are now in use by 
nearly all the large manufacturers 
in the United States and Canada. 

I also build a variety of Mills for 
the more common paints both dry 
and in oil. These common Mills 
are without the cooling appliances, 


f WILLIAM DANIELS, 


Patentee and Sole 
Manufacturer, 


55 Atlantic Avenue, 
BROOKLYN, N.Y. 

















ILLUSTRATED Price List SENT ON APPLICATION. 











Established in 1836. 


Lobdell Car Wheel Company, 


WILMINGTON, DELAWARE. 





GEORGE G. LOBDELL, Presivenr. 
WILLIAM W. LOBDELL, Secretary. 
P. N. BRENNAN, Treasurer 





Ware Brog.. 


ENGRAVERS = WOOD: 





Mechanical Drawing and Engraving 
a Specialty. 


—- od 


We rely upon our own artists. All drawings, after being placed on the 
blocks, are submitted for approval. Special fi given for all compli- 
cated machinery, and for large orders. We hope for a portion of trade 
from the houses advertising in and reading this Journal. Allow us to give 


figures at least. 
WARE BROS., 


Lock Box 2769. oth and Walnut Sts., Phila., Pa. 


CB. ROGERS & C0, 


Manufacturers of the Latest Improved 


Wood-Working 
Machinery 


For Car Builders, Planing 
Mills, Cabinet, Carriage 
and Railroad Shops, 

oa House Builders, 
 — = Sash, Door and Blind 
Ss : Makers. 


Warerooms: 109 Liberty St., New York. 


Factory: NoRwICcH, Conn, 


RAILROAD IRON. 


The undersigned, nts for the manufacturers, are re to contract 
to deliver best quality AMERICAN OR WELSH STEEL or IRON 


RAILS, and of any required weight and pattern. Also Speigel and 
anganese, 


Ferro M 
Perkins & Cuoate, 











23 Nassau Street, New Yorxe 
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Beats all machines. My new goods are guaranteed unrivaled in speed, | five cents, and a Buck Saw for five cents. Send for illustrated price list. | are still held liable by the United States Court), and new Con 
|| durability, and ease of sharpening. A six-foot Cross-Cut Saw, with com- | I make a liberal discount to honest dealers, and will protect them. now collect of dealers and users, as well as manufacturers, for 
| bined file and set and two Patent Handles, will be sentto any address upon | __I have obtained decree, with costs and damages, against all parties who | ments. An Illustrated Catalogue furnished free on application. 
| receipt of Four Dollars. The universal Pat. sheathed, Pruning and Hand | imitate my Mf teeth which cut with the outside of the ME only. The two For One Dollar, a Pruning Saw, complete, with brass edge 
|, Saw, inclosed in brass-edged sheath, mailed on receipt of One Dollar. A | points of each tooth are set upon one side and the next two points on the | Buck Saw blade, will be mailed. Agents wanted, to whom spe 
|| Buck Saw blade will be inclosed with the Cross-Cut for fifty cents addi- | other side, equivalent to front cut of ordinary hand-saw tooth, both ways, | will be made, and who can do well. This Company also manuf; 
|| tional. By using my patent file a Cross-Cut may be sharpened at a cost of | one point alternate decreases cutting one-half as do all imitations (which | Noon-day Stove Polish, so rapidiy coming into favor 


Y. CITY, 
WHERE A FULL AS- 
FILES, 

ARE KEPT. 


ALL ORDERS MUST 
N. 


BE ADDRESSED TO 
E. M. BOYNTON, 
STORE AND WAREHOUSE, 
No, 80 BEEKMAN ST., 
SORTMENT OF 
AND TOOLS, 
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THE E. M. BOYNTON SAW & FILE CO. 
34, 36, 38, 40 & 42 DEVOE ST. 
BROOKLYN. 
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Not one in a thousand 
failed to give satisfaction. 
Award of 

Australia has been added 
The 12-inch log at bot- 
tom of this picture was 
HI 


The First 
country and the Emperor - 


to the Centennial Awards. 
sawed off by two men by 
hand in 7 seconds before 
Commissioners of every 


SOLD IN 1880. 
a el 
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